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DIESEL RAILWAY TRACTION SUPPLEMENT 

The September issue of THE RAILWAY GAZETTE Supple- 
ment, illustrating and describing developments in Diesel 
Railway Traction, is now ready, price 1s. 
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with the necessary delivery instructions. 
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Road Transport of Grain in Argentina 


GTATISTICS for 1940 issued by the Argentine Ministry 
of Public Works, relating to the grain traffic by rail and 
road to the principal seaports in the Province of Buenos 
Aires, again illustrate the keenness of the road competition 
with which the railways are faced in this class of traffic, a 
matter to which we referred in THE RatLway GAZETTE of 
April 11 (page 418) in considering figures relating to the year 
1939. According to the official figures, of 1,997,952 tons of 
grain conveyed during 1940 from the centres of production to 
the ports of Bahia Blanca, Mar del Plata, and Quequen—all 
of which are served by the B.A.G.S.R.—71 per cent. was 
carried by rail and 29 per cent. by road. Cereal exports 
from the Bahia Blanca zone totalled 1,320,000 tons, distri- 
buted among the three points of embarkation as follow :— 


Tons. 
Igeniero White oe 884,000 
Galvan... wea = 295,000 
Arroyo Pareja ... us 141 000 
Total --» 1,320,000 


All the grain shipped from the two former ports, which 
are not equipped with the facilities for handling lorries, was 
conveyed to the dockside by rail; but of the 141,000 tons 
discharged at Arroyo Pareja, 70,000 tons, or just under 
half, were transported from the producing zones by road. 
Cereal shipments from Mar del Plata totalled 110,348 tons, of 
which 83,248 tons, or 75-5 per cent., were conveyed by lorry, 
and 27,100 tons, or 24-5 per cent., by rail. From the port 
of Quequen the total grain shipments amounted to some 
567,000 tons, of which approximately 417,000 tons, or about 
74 per cent., were conveyed by rail, and 150,000 tons, or 
roughly 26 per cent., by lorries, some of which came from 
distances up to 200 km. (124 miles). 
aes a 


The Antiquity of C.O.D. 

The introduction of various cash-on-delivery services in 
this country within recent years is apt to have created the 
impression in the minds of many persons that the facility is 
very modern. It therefore comes as some surprise to learn 
from the columns of our U.S.A. contemporary, the Railway 
Age, that C.O.D. as an American commercial institution 
was first introduced by the express business as early as 
June, 1841, and has recently celebrated its centenary. It 
appears that Erastus Elmer Barclay, a New York merchant, 
went into the Broadway office of Harnden’s Express Com- 
pany, the first in the U.S.A., which had been established 
by William F. Harnden two years earlier, and placed a 
package on the counter saying ‘‘I want to have this sent 
to my customer at Fulton, in Oswego county, but don’t let 
him have it until he pays $16.50. If he does, send the 
money to me and I will pay you for the service.’’ Harnden 
agreed and the deal was carried out successfully. Barclay’s 
odd request, one hundred years ago, actually established 
C.O.D. In 1940, the Railway Express Agency Inc. handled 
approximately 6,000,000 C.O.D. transactions and collected 
from consignees, on delivery of shipments, an estimated 
total of $47,380,000. The development of the express busi- 
ness in the U.S.A. formed the subject of an editorial article 
in our issue of July 22, 1938, page 148, and a further refer- 
ence was made in our September 30, 1938, issue, page 548. 

sas om 
Regaining Lost Time 

There are few main lines in Great Britain over which a 
more remarkable recovery in punctuality has taken place, 
from the deplorable conditions of last winter, than the 
Western Division main line of the L.M.S.R. It must be 
confessed that, with all allowance for difficulties in opera- 
tion caused by lengthy night raids and alerts, the leeway to 
be made up on this route was exceptional; but no less 
exceptional has been the transformation. Drivers have taken 
to heart the encouragement that has been given to them 
to make up lost time, and some of the examples of this 
that have come under our immediate notice recently have 
been remarkable. For example, with a 17-coach train weigh- 
ing 530 tons tare and 570 tons full, a streamlined Pacific, 
leaving Crewe 10 min. late with the 1.0 p.m. express from 
Euston, was 14 min. early through Oxenholme, despite a 
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severe signal check approaching Preston, and two more 
checks did not prevent the train from reaching Carlisle 
4} min. early. The 8.30 a.m. from Euston, with a slightly 
heavier load of 585 tons, and another engine of the same 
type, ran the 65-2 miles from Watford to Rugby in 66 min. 
net, the 51-0 miles thence to Stafford in 50} min. net, and 
the 24:5 miles thence to Crewe in 31 min., with a total gain 
to locomotive of 22 min., in recovery of signal and permanent 
way slowings and overtime at stops. On the 10 a.m. from 
Glasgow, with a 16-coach load, Rugby was passed 14 min. 
late and Euston reached only 2 min. late. A ‘‘ Royal Scot ”’ 
4-6-0 with 14 coaches regained 6} min. from Watford to 
Crewe on the 8.30 a.m. down, covering the 65-2 miles in 
69 min. 40 sec. Such feats as these are being achieved 
frequently, and reflect great credit on the enginemen. 


Overseas Railway Traffic 

A general improvement is shown in the traffic receipts of 
the British-owned Argentine railways for the seventh and 
eighth weeks of the financial year. In these two weeks the 
respective increases in pesos have totalled: Central Argen- 
tine 641,200; Buenos Ayres & Pacific 321,000; Buenos Ayres 
Great Southern 272,000; Buenos Ayres Western 236,000; 
Entre Rios 136,400; and Argentine North Eastern 40,200. 
The aggregate gains to date of the four principal companies 
are as shown in the accompanying table, and the correspond- 
ing gains of the Entre Rios and the Argentine North Eastern 
are respectively 454,900 pesos and 197,400 pesos. Leopoldina 
traffics for the 34 weeks of the current year show an advance 
of £97,896. 


No. of 
week 


Inc. or 
decrease 
+ 1,781 
+500 
+943 

+ 1,924 


Inc. or 
decrease 
+133 


Weekly 
traffics 
Buenos Ayres & Pacific* on 8th 1,258 
Buenos Ayres Great Southern* 8th 2,146 +214 
Buenos Ayres Western* ons 8th 753 +118 
Central Argentine* ... ane 8th 1,775 401 


Aggregate 
traffic 
10,691 
15,791 

5,966 
13,442 


£ 
+ 6,327,400 


£ £ £ 
33rd 948,400 --286,200 26,498,200 
+ 271,125 


20th «=. 2214, 125 7,500 4,086,600 
* Traffic returns in thousands of pesos 

On the Central Uruguay the receipts for the first eight weeks 

of the financial year are £28,563 up in sterling and $217,930 

up in currency. 


Canadian Pacific pa sien 
Bombay, Baroda & Central India 


American Holiday Travel 


July 4, America’s Independence Day, was marked by the 
highest passenger travel in and out of New York for many 
years in the case of most of the railways. Among the chief 
factors in the increase were the occurrence of the holiday on 
Friday, which gave holidaymakers the advantage of a long 
week-end ; the addition to the traffic of large numbers of 
soldiers on leave and attracted to the railways by special 
low fares; the high level of employment and wages now 
ruling in the United States; and the good service offered by 
the railways. The volume of traffic, according to our Ame- 
rican contemporary, the Railway Age, would have been even 
greater if a number of the railways had not found it necessary 
to curtail excursion trains ordinarily scheduled to run at this 
time of year, in order to conserve equipment for troop move- 
ments. The Pennsylvania Railroad ticket sales on July 4 
showed an increase of 63 per cent. over twelve months earlier ; 
the New York Central estimated its traffic as 30 per cent. up, 
as also did the New York, New Haven & Hartford. In Boston, 
the Boston & Maine carried its largest July 4 traffic since 1928. 


Curtailment of Rail Services in Switzerland 
Except for the two brief periods at the beginning of the 
war during which a special ‘‘ war timetable ’’’ was in force 
in connection with general mobilisation in Switzerland, that 
country has so far enjoyed practically normal train services, 
though traffic on the few steam-worked lines has been some- 
what reduced. It is now announced that with the intro- 
duction of the winter timetable on October 6, a number of 
comparatively little-used trains, averaging about 10 per cent. 
of the present services, will be withdrawn. Such a step was 
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inevitable under present conditions, considering the heavy 
demands on the Swiss transport system on account of the 
virtual cessation of road traffic, the requirements of national 
economy, military transport, and the difficulty of obtaining 
materials and supplies for the railways. It is, indeed, greatly 
to the credit of the railways that full services have been 
maintained so long, and that even in the new schedules the 
train frequency will be adequate, and considerably greater 
than those of the ‘‘ war timetable.’’ Measures previously 
taken to relieve pressure on the railways included a limi- 
tation of special and excursion trains. Nevertheless, excur- 
sions have been regularly run from the chief cities to the 
mountain and lake districts, and in connection with the 650th 
anniversary of the founding of the Swiss Confederation 
(August 1, 1291), large numbers of schoolchildren (as many 
as 6,800 in a day) were conveyed this summer from all 
parts of the country, at very low rates, to the historic 
centres on the lake of Lucerne. The new holiday season 
tickets, introduced in 1940, were also available this season 
and again proved instrumental in stimulating internal tourist 
traffic. 


Mechanical Failures in Winter 

Extreme winter weather, with a temperature well below 
freezing point, is not normally a characteristic of the English 
year, whatever the number of blizzards or snowfalls, but in 
other countries in Arctic latitudes, or at very high altitudes, 
year after year very low temperature may alone cause con- 
siderable addition to the problems of railway operation. 
Such temperatures make metal parts more liable to fracture 
through temporary brittleness, particularly where there is 
shock loading, as in brake applications, and occasionally 
there are epidemics of brake hanger and brake cross-beam 
fractures, due partly to the change in the structure of the 
material but also to additional shocks caused by displace- 
ment of accumulations of ice or snow along the track. There 
is little that can be done to minimise failures of brake or 
spring rigging and similar parts in very cold weather except 
to insist that the normal standard of inspection and main- 
tenance is fully kept up, particularly in regard to brake 
blocks, and this is no easy matter if the whole of the loco- 
motive and rolling stock is covered with ice and half-frozen 
snow. It may even be necessary to increase the inspection 
staff or hold trains beyond their allotted time, but in the 
interests of keeping the traffic moving, as well as for reasons 
of safety, these precautions should not be pushed to one 
side. 


New Type Sleeping Car in Germany 


The Mitropa is stated to have placed in service recently the 
first of a new type of composite first and second class sleeping 
car, with single-berth compartments. These vehicles were 
designed before the war, but their construction was held up 
by itsoutbreak. Aninnovation is the single-berth second class 
compartment, as the old practice was to use the same com- 
partment for either class, with only the lower berth in use for 
first class, and with both lower and upper berths occupied 
for second class. The old cars had 11 compartments accom- 
modating from 11 all first, to 22 all second class passengers. 
The new car has four single-berth first class compartments, 
and 10 single-berth second class, the vehicle thus accom- 
modating 14 passengers in all. The second class compart- 
ments are alternatively two lower berth and two upper berth 
compartments, the upper berth of one compartment being 
built in above the lower berth of the next door compartment. 
A communicating door connects each pair of second class 
cabins. The vehicle is 26 metres (85 ft.) long. It may be 
assumed that this new sleeping car is an experimental (or 
demonstration) one, of the type referred to at page 199 of 
our August 22 issue. As we then recorded, the Frankfurter 
Zeitung of July 16 last reported that the Reichsbahn had 
placed orders for the delivery of a number of these modern 
sleepers, but it seems improbable that the orders will be 
executed—at any rate for any large quantity—during the 
war. 





September 5, 1941 


American Rail Production in 1940 

Steel rail production in the United States during 1940— 
1,678,986 tons—reached the highest level since 1930, though 
still less than half the peak tonnage of 3,603,767 attained in 
1926. Rather more than 97 per cent. of the 1940 tonnage 
was rolled from open-hearth steel; an almost negligible 
juantity, 683 tons, was rolled from Bessemer and electric 
ace steel, all into sections of 60 lb. per yd. or less, and 
remainder, 48,959 tons, was re-rolled from used or 

tive rails. Of the 1940 total, 486,716 tons was in sec- 
ns weighing between 120 and 136 lb. per yd., 688,109 
ons in sections from 100 to 120 lb. per yd., 225,006 tons in 
rails from 85 to 100 lb. per yd., and 255,109 tons in rails 
weighing less than 85 lb. per yd., from which the preponder- 
» of the heavier sections is clearly apparent. Only in 
s of more than 136 lb. per yd. weight, which includes the 
Ib. section standardised by the Pennsylvania Railroad 
its heaviest work, was there any decline as compared 
with the tonnages rolled during the previous ten years, the 
1940 tonnage of these ultra-heavy sections being 24,046. 
Thus rails of 100 lb. per yd. weight and over comprise 
approximately three quarters of the total tonnage rolled for 
United States railways during the year 1940. 
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Should Locomotives be Named ? 


Streamlining and the naming of locomotives are subjects 
the pros and cons of which have been often debated. Where 
naming is concerned the pros undoubtedly have it, but the 
cons would probably be in the ascendant if a plebiscite were 
taken about streamlining. Many are inclined to adopt the 
attitude that it does not matter whether locomotives bear 
names or not as in present circumstances they are often so 
dirty that the names cannot be read anyway. Some critics 
have made strong comments on the choice of names allocated 
to different locomotives, such as Faerie Queene for a par- 
ticularly large and ponderous-looking express engine, and 
The Ruritanian Empire for a small and rather insignificant 
looking locomotive. Some years back, it is said, permission 
was sought and obtained to name a locomotive after a highly- 
placed personage who, on seeing the smallish engine to which 
his name had been applied, waxed highly indignant and 
insisted that it should be carried bya larger and more imposing 
one. Indeed, the choice of names deserves closer attention 
than it appears to have been accorded when such appellations 
as Graves and Crawley were given to passenger engines. Other- 
wise there need be no surprise at a preference for numbers 
only. 


The First of a New Class 


When the introduction of a new class of locomotives has 
been decided, and the first of the series has been completed, 
it is usual, before going on to build others conforming to 
the same design, to give the initial engine a fairly extensive 
trial in traffic after it has been run in to free the bearings 
and circulate the lubricating oil. The purpose of these pre- 
liminary trials is, of course, that of discovering any points 
it which modifications are desirable, and to allow of their 
being carried out before the construction of the additional 
locomotives is undertaken. There have, however, been cases 
in which this practice has not been adopted, several engines 
of a new class being put through the shops without waiting 
to see how the first one has fared on the road. This signifies 
either a pronounced degree of confidence on the part of 
those responsible for the design and the cost of production, 
or else that, owing to reasons perhaps not under their con- 
trol, the need for more locomotive power has become a 
matter of great urgency. If the locomotive is more or less 
rthodox in its design there would not appear to be much 
need for a waiting policy, but where it incorporates special 
nd unusual features there is a good deal to be said for 
the precautionary measure of trying out the first one before 
voing on with the building of the remainder, so that the 
perpetuation of any faults that may have come to light 
luring the trials may be avoided. 
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Transport and Coal Supplies 


(CONSIDERABLE public uneasiness has existed for some 

time as to the coal position with which the country will 
be faced in the coming winter. The coal debate in the House 
of Commons on July 5 served to ventilate the disquiet that 
is felt, and the speeches of the President of the Board of 
Trade and of the Secretary for Mines did little to reassure 
the public. It was in the course of that debate that the 
President of the Board of Trade announced that Mr. Gilbert 
S. Szlumper is now giving his whole time to the Board of 
Trade and the Mines Department to advise on transport 
problems whether by rail, sea, or canal. At present the coal 
transport problem does not present any great difficulty. This 
is not only because at the moment the overriding problem of 
the coal mining industry is that of production, but also 
because there is a sufficiency of transport for the coal that 
is available, and, moreover, transport is comparatively free 
from some of the abnormal difficulties to which it has been 
subjected. Production of coal is increasing, although not 
uniformly, as men are being brought back into the industry, 
and there is no doubt that as output rises and the days 
shorten the movement of fuel will place a strain on transport. 
Mr. Szlumper, however, is convinced that if difficulties 
arising from weather and other factors are not worse than 
they were last year transport should be able to keep pace 
with production. 

At the moment the wagon position is easy; indeed, it is 
estimated that there are about 30,000 wagons idle. This 
is not unusual at the time of year and results partly from 
the facility with which coal has been handled recently and 
also from miners’ holidays and_ similar seasonal factors; 
neither is there any doubt that every one of these wagons 
will be required during the coming winter. The Inter-Rail- 
way Wagon Control set up by the Railway Executive Com- 
mittee, which came into operation at the beginning of March 
last, has operated smoothly and has fulfilled its purpose of 
ensuring the distribution of wagons according to the needs 
of particular districts. There is a considerable improvement, 
too, in the turn-round of wagons. To some extent, of course, 
the discharge of wagons is affected by the manpower avail- 
able, and by the length of the days during the summer 
months; the manpower position is becoming increasingly 
difficult and by the end of the month the days will have 
shortened considerably. From that time onwards the more 
difficult aspects of coal transport will make themselves felt. 
The disadvantages of long nights of blackout working in 
marshalling yards and at loading and discharging depots will 
then be with us again and will necessarily tend to slow down 
movement. The more up-to-date a marshalling yard, the 
greater is the effect of blackout working because of the 
absence in wartime of the floodlighting which made so great 
a contribution to speed in more peaceful days. 

There is now very close liaison between the Mines Depart- 
ment, the Board of Trade, the Ministry of War Transport, 
and the Railway Executive Committee. One of Mr. 
Szlumper’s tasks is to see that coal supplies are kept moving 
in the most advantageous way. The Railway Executive 
Committee is informed of the amount of coal that must be 
carried by the lines in a given time, and that body has to 
make the necessary arrangements to accommodate the 
required number of trains. To do this in the coming winter 
it will probably be necessary to reduce the number of trains 
available for passengers, as indeed was the case a year ago. 
There is no doubt that the volume of unnecessary passenger 
travel is still higher than it should be, and the difficulty is 
recognised of reducing train services unless the number of 
passengers can first be curtailed. What steps the Govern- 
ment intends to take in this direction has yet to be dis- 
closed, but it has been stated by the Parliamentary Secretary 
to the Ministry of War Transport that the Government 
possesses ample powers for this purpose. The experience of 
the recent Bank Holiday week-end should be a sufficient 
indication that something more than advice and exhortation 
is necessary to restrict the movement of passengers. 

Efforts have been made, and indeed are still being made, 
to increase the use of canals for the movement of coal, but 
these endeavours meet with the difficulty that it is necessary 
to deal with an industry in which many of its units for years 
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past have entertained no expectation of heavy additional 
traffic, and therefore did not provide facilities which it was 
felt would be unlikely to be used. Traffic on the canals has 
been declining since 1923 and coal has always provided some 
50 per cent. of canal carryings. An effort is being made by 
the Ministry of War Transport to provide more barges and 
the necessary crews, and the Ministry of Mines takes advan- 
tage of the increased carrying capacity as it becomes avail- 
able. In many cases, however, movement of coal by canal 
involves considerably more handling than by rail; it is often 
much slower, and comparatively few undertakings have the 
physical facilities for accepting delivery of coal by this 
means. 

To speed up transit of coal the railways have already put 
into operation methods which are bearing fruit. A great deal 
of benefit has been derived from the running of block trains 
made up of trucks from one coal producing area and destined 
for delivery to one consuming district. In this way marshal- 
ling en route is reduced and deliveries are speeded up. 
Another method which has been tried with considerable 
success, and which has been adopted particularly on the 
G.W.R., has been the running of trains in which the trucks 
are assembled in station order, thus enabling trucks to be 
slipped at successive stations without the need for reassem- 
bling the train. Mr. Szlumper holds the view, too, that in 
the coming months the experience derived from the first two 
winters of war will be invaluable. Not only are many of 
the problems arising from blackout now familiar, but steps 
in many cases have been taken to overcome them, and the 
need for improvisation in the earlier days of the war has 
resulted in the adoption of many practices which could be 
arrived at only by experiment. Even the enemy attacks of 
last winter will have their value, as with greater familiarity 
their effect is lessened. 


The New Railway Agreement 


HE broad outline of the long-awaited new financial 
agreement between the Government on the one part, 
and the four main-line railway companies and the London 
Passenger Transport Board on the other part, formed the 
subject of an official statement by the Minister of War 
Transport which was issued last Friday. The revised agree- 
ment will operate as from the beginning of the present year, 
and will be continued for a minimum period of one year 
after the cessation of hostilities, and it is evident that the 
nationalisation plan that was reported to have been discussed 
at one stage in the negotiations has at any rate been shelved 
for the present. The basis of the new agreement is that the 
Government will pay {43,000,000 annually, a sum which in 
effect will constitute a fixed rental, The Government has 
thus assumed direct responsibility for the undertakings, and 
rising costs consequently become the concern of the Govern- 
ment. Full particulars of the revised financial arrangements 
are to be laid before Parliament, and the meagre official 
statement leaves so many points unexplained that it is not 
possible to form more than an interim view of the new 
situation. 

It has been assumed in many quarters that increases in 
railway charges for the duration of the war and a year after 
will no longer be a matter of periodical adjustment to meet 
variations in working costs as was required under the previous 
agreement, but a careful reading of the Government statement 
shows that this should not be taken as a foregone conclusion. 
It will be noted that reference is made to ‘‘ minimising the 
impact’ of increased costs of transport upon the prices of 
essential goods and services. Railway charges are, of course, 
related to the question of repairs and renewals, and it may be 
considered preferable to make some alterations in charges 
to avoid large claims for deferred maintenance, such as those 
which, after the last war, aroused so much criticism. Never- 
theless, the automatic linking of charges with costs, which 
was a feature of the old agreement, has been abandoned. 
We gather that it is the intention of the Government to pay 
the railways for Government traffic. It might be argued that 
this is not a point of importance, as the same financial result 
would be achieved if these traffics were not paid for. In our 
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view it is obviously desirable that payment should be made 
for this traffic, as a check on unnecessary Government 
Department traffic. 

The most important unknown factor is that of war damage, 
The Government decided some time ago to introduce 
lation placing all public utility undertakings upon the 
basis as regards war damage, and one of the most im 
features of the new agreement is that the main-line railways 
and London Transport will be brought within the scope of this 
new legislation. The new arrangements for dealing with war 
damage are still to be disclosed, and, until the complete 
scheme is laid before Parliament, the precise effect on stock- 
holders of the new railway agreement cannot be assessed, 
The position of public utility undertakings generally regarding 
war damage is expected to be that the Government and the 
undertaking concerned will share the cost on a 50-50 basis, 
but with the railways and London Transport it is by no means 
clear whether they will pool the total loss (or the proportion 
of it which they have to bear). Under the old agreement, 
in which net revenues were pooled, the available sums were 
divided approximately in the following proportions :— 

L.M.S.R. 34 per cent. 
L.N.E.R. 23 
G.W.R. 16 
S.R. 16 
L.P.T.B. i 


legis- 
ame 
‘tant 


Total 
The new agreement provides for the fixed annual payment 
of £43,000,000 to be divided slightly differently as follows :— 
G.W.R. £ 6,669,000 
L.N.E.R. 10,148,000 
L.M.S.R. 14,736,000 
S.R. 6,607,000 
L.P.T.B. 4,840,000 


100 per cent. 


Total £43,090,000 


The variations in the proportions into which the £43,000,000 
is divided as compared with the original pool under the old 
agreement are occasioned by a change in the manner of com- 
puting the shares to be received. Up to £39,400,000, th: 
amount of the old guaranteed minimum, the original shares 
are being maintained. In excess of that figure and up to the 
£43,000,000 the companies are sharing in proportion to their 
Standard Revenues under the Railways Act, 1921. As will 
be seen from the Ministry’s statement, which is given at 
page 249, the £43,000,000 is exclusive of the net amount 
required for interest on capital issued after the end of 1937 
in the case of main-line companies. In January, 1939, the 
Southern Railway Company issued £7,500,000 4 per cent. 
redeemable debentures, 1970-80, the interest on which is 
£300,000 gross, or £150,000 net at the present rate of income 
tax. 








Large-Scale Wagon-Building Programme 


It is reported from the United States that plans are being 
discussed by officials of several of the large railway systems 
for a $1,000,000,000 freight wagon building programme which 
may involve some form of Government financing. Recently 
leading railway executives have expressed the view that the 
heavy programme of wagon building which is in hand as a 
defence measure, and which will involve 330,000 wagons during 
the next two years, will place too heavy a strain on the financial 
structure of the railway, and that outside assistance may be 
needed. It is believed that the scheme under consideration 
may take one of two forms: a Federal Government wagon 
corporation, the funds for which would be furnished by the 
Reconstruction Finance Corporation and which would lease 
wagons to the railways; or a wagon corporation formed by 
the Association of American Railroads, the funds for which 
would be supplied by the Government, or the carriers, or both. 
It is pointed out that the $1,000,000,000 investment would 
call for interest payments of about $20,000,000 for the first 
year, and also annual amortisation payments amounting to 
about $60,000,000 if a 15-year period were involved. The 
new programme would not include the purchase of locomotives, 
since the individual undertakings appear willing to finance 
whatever purchases of this kind are necessary. 





September 5, 1941 


THE RAILWAY -GAZETTE.. 


LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


Railway v. P.O. 
Cumberland, August 21 
To THE Epitor oF THE RAILWAY GAZETTE 
‘I have had a recent experience of the railway beating 
elegraph, similar to that quoted in your Scrap Heap 
in of August 15. At 9.15 one morning the railway van 
up with some pigs—the stationmaster with them, 
and smiling. At 10.15 I received a telegram from 
- handed in at 5 p.m. the previous day saying that the 
were being despatched. 
B. R. 


The London Region Salvage Drive 


Salvage Department, 
Ministry of Supply (Code H.A.), 
Gt. Westminster House, 
Horseferry Road, S.W.1 
August 25 
To THE EpIToR oF THE RAILWAY GAZETTE 

Sir,—I shall be glad if you will print this letter in your 
valued journal with a view to drawing the attention of your 
many readers to the great salvage drive which is being 
undertaken by this Department in collaboration with the 
various local authorities comprising the Greater London 
Region, between September 13 and 27. Now, more than 
ever before, the need for salvage is urgent, particularly for 
waste paper of every type. 

In most businesses it frequently happens that quantities 
of old correspondence files, price lists, labels, wrappings, 
cartons, posters, and display material, accumulate over many 
years, which for one reason or another have become obsolete. 
They may have been forgotten or kept ‘‘ in case they may 
come in useful some day ’’—That Day Has Come. The 
country needs that material, and needs it now! 

I therefore appeal to all your readers, particularly those 
closely concerned with such supplies, to instruct their staffs 
to go through any stocks of paper or card, and their old 
records, to see how much can be turned over to salvage. 
Let us not forget any old (but no longer valuable) records of 
past business, bound or loose trade papers, ledgers, direc- 
tories, etc., which are often retained but so infrequently 
referred to. They will make a grand contribution to the 
common cause, the cause of victory. 

Nothing is too little—the paper of one old envelope will 
make a cartridge wad—and the country wants it all. Any 
such material will be collected by your usual merchant or 
the local Council but, in the event of any difficulty a post- 
card to the Council Office will receive prompt attention. 

Since the outbreak of war, enough waste paper alone has 
been recovered to fill a string of lorries stretching from 
London to Glasgow—over 370,000 tons. The supply line 
must Carry on. 

Yours faithfully, 


H. G. JUDD, 
Controller of Salvage 


Selection of Anti-Friction Bearings 


Cheston Road, Aston, 
Birmingham 7 
August 23 
To THE EpITor OF THE RAILWAY GAZETTE 
Sir, ~It will be remembered that recently we appealed in 
conjunction with Fischer Bearings Co. Ltd., to users of bear- 
ings to consult the technical departments of bearings manu- 
facturers during the design stage of their products, so that 
bearings could be recommended having regard both to their 
suitability for the duty and the possibility of early delivery. 
The Bearing Panel of the Ministry of Supply has now 
issued two schedules of Wartime Restrictions of Ranges of 
Anti-Friction Bearings. One of these deals with ball and 


parallel roller bearings, the other with tapered roller bear- 
ings. It will save all manufacturers much trouble if these 
schedules are carefully studied by works managers, chief 
draughtsmen, buyers, and, in fact, by all engineers respon- 
sible for the selection of bearings. 

We would like to urge, however, that all engineers using 
bearings should still consult the technical departments of 
the manufacturers at an early stage in the design of the 
product. These departments are fully aware of all the essen- 
tial factors of machining capacity and available materials 
which enable them to make a sound compromise between the 
customer’s engineering needs and the maximum production 
possibilities. 

The restriction of ranges of bearings by the Bearing Panel 
is most definitely a move in the interests of all users, and 
the co-operation appealed for will enable the greatest benefits 
to be secured. 

Yours truly, 
JOHN PASCOE, 
Deputy Chairman, British Timken Limited 


Drowsy on the Footplate 


London, August 27 
To THE EDITOR OF THE RAILWAY GAZETTE 

Sir,—The note in your issue of August 22 entitled 
‘“ Drowsy on the Footplate ’’ refers to only one effect of this 
unfortunate habit of inattention by some engine drivers. I 
came across a glaring example only the other day when a train 
on a certain railway, hauled by an engine of ample capacity 
to run it at the pre-war booking of about 55 m.p.h. failed to 
make up a single minute of the 25 lost by previous delays, 
although the present booking requires an average of but 
44 m.p.h. I assume the driver was inattentive because speed 
varied with every change of gradient, between 63 downhill 
and 29 m.p.h. up the steepest bit, which is 1 in 200. An 
attentive driver would have varied his cut-off according to 
the grades, maintained much less uneven speeds, and could 
have regained most of that 25-minute loss with a train 
which, like ours, was not of maximum weight. Had he done 
so, the hundreds of passengers would have been saved the 
inconvenience and irritation of a late arrival, none need 
have missed an appointment or connecting train and. so dis- 
turbed the war effort, and all would have been pleased and 
proud of the railway effort. What benefit would have accrued 
to other traffic on the line had our dilatory train not been 
trespassing on other paths, one can only guess. 

Some railways have lately been waging a campaign against 
this all-too-common footplate slackness, with excellent 
effects. Other railways might well do likewise. 

Yours faithfully, 
HARDENED TRAVELLER 


L.S.W.R. Locomotives ‘“ Phlegon” 


Bordyke, Burgess Hill, 
Sussex, August 19 
To THE EpITOR OF THE RAILWAY GAZETTE 

S1r,—In your issue of August 8, you give a list of errata 
supplied by Mr. Dendy Marshall, in connection with the 
“‘ History of the Southern Railway.” 

The list includes the supposed mistake in the name Phlegon 
given to two locomotives of the L.S.W.R., and suggests the 
name should be “‘ Philegethon, a river of Hell ’’—which would 
be a peculiar choice for a name for a locomotive. 

Phlegon was a native of Tralles in Lydia, a freed-man of the 
Emperor Adrian, and a voluminous author. A quarto edition 
of some of his works in Latin was: published in 1620. 

One of the horses of the sun was also named Phlegon. The 
two ‘‘ steam horses ”’ of the L.S.W.R. may have been named 
after this fabulous quadruped. 


‘ 


Yours faithfully, 
G. A. SEKON 
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Publications Received 


Modern Machine Tools. Their 
Hydraulic, Electrical, and Mech- 
anical Transmission and Operation. 
By H. C. Town. London: Sir Isaac 
Pitman & Sons Ltd., Parker Street, 
W.C.2. 11 in. 84 in. 196 pp. Illus- 
trated. Price 30s. net.—Perhaps at 
no other time in engineering history has 
the machine tool attained such a posi- 
tion of outstanding importance as at 
present. In a national sense it may be 
regarded as one of the weapons upon 
which the fortunes of war largely de- 
pend, and in normal times, when 
adapted to ordinary industrial purposes 
such as the manufacture of locomotives, 
rolling stock and other railway needs, 
in addition to countless other outputs, 
it holds in hardly lesser degree a position 
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of supreme utility. In any survey of 
machine tool design and operation the 
subject of transmission systems looms 
prominently in the foreground and it is 
therefore opportune that a volume of 
the size and importance of the one now 
under review should make its appear- 
ance at this juncture. The author, 
whose qualifications are such as to 
stamp the work with authority, points 
out in his preface that the present state 
of machine tool development has been 
reached by the applied experience of 
many men over many years, for the 
process of reducing invention to prac- 
tice is long and expensive. The ma- 
chines and transmission described in 
the volume are representative of the 
latest practice, and we note with 
interest a suggestion made by the 
author that the modern machine tool— 
which, incidentally, is used in every 
branch of engineering and combines 
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the latest developments of every 
other engineering industry—is well 
worthy of a place in the curricula of 


engineering colleges and of careful 
study by all engineering designers and 
operators. The work, which comprises 
21 chapters, is lavishly illustrated, and 
there is a well-arranged index. ‘The 
text matter covers a wide range of 
subjects, but we cannot find any 
reference to the subject of colour 


control systems, such as the Murray, 
of which extensive use is made in many 
engineering workshops. This notwith- 


standing, we have nothing but praise 
for the book, and the hope expressed 
bv the author that it will be of value 
not only to designers and users of 
machine tools but to all who are faced 
with the manipulation and maintenance 


of transmissions in the engineeri! 
industry would seem to carry with it a 
fair degree of certainty 








The Scrap Heap 


Mr. Cornelius J. Carmody, a native 
of County Clare, Ireland, died at Spring- 
field, Mass., on July 30, at the age of 102. 
He went to America as a boy and worked 
for 45 years as car inspector for the New 
Haven Railroad. He leaves five sons, 
three daughters, 19 grandchildren, and 
12 great-grandchildren. 


* ” *” 


I was going down to Greystones the 
other morning on the 6.35 mail train 
from Westland Row. With me I had 
two bicycles—my own and my wife’s. 
When I bought my ticket I was 
charged 1s. 2d. for myself and 10d. 
for my bicycle, being informed by the 
booking clerk that I would have to 
book the second bicycle upstairs, as 
there was only one passenger. In my 
innocence I went upstairs to book the 
bicycle, and had to pay 2s. 4d.—just 
twice as much as my own fare. That 
seemed bad enough at the time; but 
on my way down the line, while I 
was reflecting on the rapacity of rail- 
way companies in general, it suddenly 
struck me that I had been a fool. I 
had paid 2s. for myself and my own 
bicycle. Presumably, if I had bought 
another single ticket to Greystones, I 
would have been allowed to take the 
second bicycle for another 2s., making 
my gross expenditure 4s. As I already 
had paid the company 4s. 4d., I felt 
that I had an additional grievance; but 
next time I shall know better. Now, 
Mr. Floyd, am I right or am I wrong? 
Could I not have saved that additional 
4d. by the purchase of a useless ticket? 
Or is my arithmetic all cock-eyed?— 
““ Quidnune’”’ in ‘‘ The Irish Times.’’ 


* * * 


The Postmaster-General and _ the 
War Office completed technical arrange- 
ments during April for the establish- 
ment of a service of airgraph letters 
from the Forces serving in the Middle 


East, and the reverse service from this 
country began on August 15. Short 
messages written on standard forms are 
photographed on miniature films, and 
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conveyed by air. Photographic enlarge- 
ments are folded (where indicated by 
our arrows) and delivered in envelopes 
with an opening to show the address. 
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OVERSEAS RAILWAY AFFAIRS 


(From our special correspondents) 


ARGENTINA 


The Argentine Railways and 
Exchange 
In response to a request addressed 
to the Argentine Government by the 
Board of Railway Representatives, 
the Ministry of Finance has issued a 
Decree authorising the railways to 
continue during the current year to 
make their remittances abroad in pay- 
ent of their financial services, at the 
special rate of 16 pesos to the pound 
rling, granted to them some two years 
) in return for reduced grain freights. 
\s customary, the remittances will be 
made through the Central Bank, acting 
inder instructions from the Exchange 
Control Bureau, which will inform the 
Ministry of Finance of the amounts 
required by each company or group 
of companies. The permits requested 
for exchange must not exceed the actual 
requirements of the railways, and must 
conform to the conditions of the Roca- 
Runciman Trade Pact of 1933. In the 
case of the remittances already effected 
during 1941, the exchange rates will be 
adjusted by the Exchange Control 
Bureau. 


B.A.P.R. Express Goods Services 

[he Buenos Ayres & Pacific Railway 
has recently introduced an accelerated, 
long-distance goods service between 
Buenos Aires, Mendoza, and San Juan, 
reducing the time occupied in the 
carriage of merchandise between these 
points in both directions by one-third. 
The new service enables goods handed 
in at the company’s Retiro goods depot 
at Buenos Aires up to mid-afternoon 
of any weekday to be despatched the 
same night by the express goods train 
El] Proveedor Andino, and delivered 
to the consignee on the morning of the 
second day after leaving Buenos Aires. 
In the reverse direction, the service is 
also considerably accelerated. Goods 
delivered to the railway in Mendoza 
or San Juan up to mid-afternoon of any 
week-day are despatched the same 
night by the goods train El Vifiatero 
and are at the disposal of the consignee 
in Buenos Aires on the afternoon of 
the second day after despatch. As the 
distance between Buenos Aires and 
San Juan is 744 miles and between 
Buenos Aires and Mendoza 664 miles, 
this is the fastest long-distance goods 
service in South America. 

The locomotives employed in this 
new service, which are amongst the 
most powerful goods engines. in 
South America, are of two types. On 
the section between Buenos Aires and 
Justo Daract, they are of the 2-8-0 
oil-fired type; and on the heavily- 
graded section between Justo Daract 
and Beazley, coal-fired 2-8-2 Mikado 
locomotives, with a tractive effort of 
37,600 lb., are in service. 


More Floods 
The abnormally heavy rainfall regis- 
tered during 1940 in many parts of the 


Argentine Republic—as reported in 
THE Raitway GAZETTE of March 14 
last—were renewed in an even more 
severe form in April and May in the 
Provinces of Santa Fé, Entre Rios, and 
Corrientes. The waters of the Parana 
and Uruguay rivers and their numerous 
tributaries rose to abnormal levels, 
inundating extensive tracts of land, 
and several important towns including 
Santa Fé, Parana, Concordia, Con- 
cepcién del Uruguay, and Colon, where 
the Liebeg meat establishment had to 
suspend work temporarily, owing to the 
plant being flooded, were completely 
isolated for some days. Widespread 
destruction was caused to house pro- 
perty, several thousand people being 
rendered homeless ; serious damage was 
done to the maize crop and heavy 
mortality caused to livestock. Railway 
traffic was seriously disorganised at 
many points on the Entre Rios, Argen- 
tine North Eastern, Santa Fé Pro- 
vincial, and State Railways, the em- 
bankments being breached and the 
tracks submerged to a depth of several 
feet in many places, and between Santo 
Tomé and Concordia traffic was totally 
interrupted. In many districts the 
roads were rendered impassable, and 
road_ services, both passenger and 
goods, between Rosario, Cdrdoba, 
Santa Fé, and intermediate points had 
to be entirely suspended for some days. 


UNITED STATES 


Chicago-Florida Streamliners 


It is estimated that during the winter 
season the fast streamline de luxe 
services between Chicago and Florida 
increased the passenger traffic on all the 
lines concerned by over 60 per cent. A 
considerable continued increase had 
been expected, but it seemed doubtful 
whether it would be worth while to 
continue the services throughout the 
summer months. Eventually, it was 
decided to continue the City of Miami 
for a month or two experimentally, and 
it has now been proved that travel by 
this train exceeds that expected by 
some 50 per cent., and the experiment 
has been very successful. 

Slight alterations of the timings of 
this train were necessary in the summer 
timetables: southbound instead of 
leaving Chicago at 9.40 a.m. it now 
leaves at 8.30 a.m., and arrives at 
Miami at: 2.50 p.m. next day instead of 
at 4.10 p.m., an acceleration of 20 min. 
The northbound train leaves "Miami at 
5.25 p.m. instead of 6.25 and reaches 
Chicago at 10.55 p.m. next day, also an 
hour earlier. 


MEXICO 


Another New Line Projected 


The Ministry of Communications 
is now planning a new railway to 
connect Barron de Escandon, in the 
province of Tlaxacala, on the Mexican 
Railway, with Vera Cruz. Branches 
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are proposed to connect this line with 
the Mexican Southern system at 
Acapulco and Las Sedas. 


SOUTH AFRICA 


New Cut-and-Cover Line 

The new Reef line being constructed 
from Village Main to Faraday Street 
will, when finished, be the nearest 
approach to an underground railway 
of which South Africa can boast. It 
is being built on the cut-and-cover 
principle, mainly through hard sand- 
stone. Parts of this line will run under 
another line serving the bulk oil and 
petrol storage sites at industrial sidings 
at Eloff Street extension, and other 
rather intricate work will be in the 
avoidance of sewers and other service 


: INDIA 


Jaipur State Railway in 1939-40 


During the financial year ended 
August 31, 1940—this is exceptional as 
practically all Indian railway years end 
on March 31—the Jaipur State Railway 
increased its route-mileage open for 
traffic from 215 to 245 miles. The gauge 
is metre and the rolling stock on the 
above date consisted of 16 steam loco- 
motives, 4 petrol railcars, 46 coaching, 
and 335 goods vehicles. Gross earnings 
during the year amounted to Rs. 
17,26,076, and working expenses to 
Rs. 9,60,440, leaving as net earnings the 
sum of Rs. 7,65,636. The line is owned 
and worked by the native State of 


Jaipur. 
JAPAN 


Tourist Bureau Changes its Name 


The well-known Japan Tourist Bu- 
reau, which was established in 1912, 
has been renamed the East Asia Travel 
Agency to avoid confusion with the 
Government-controlled Board of Tourist 
Industry. 


CHINA 


Cold Storage Vans on Central 
Railway 


As from May 29, the Central China 
Railways Company inaugurated a ser- 
vice of cold storage vans between 
Nanking, Shanghai, and Hangchow. 
Initially, 22 vans have been delivered 
from Japan and will undergo exhaustive 
trials. Cork insulation is used between 
their double walls and ice is carried in 
four roof tanks. 


New Transportation Company 

A new concern known as the Conti- 
nental Transportation Company was 
inaugurated at the end of July. It is 
capitalised at $10,000,000, of which the 
North China Communications Company 
and International Transportation Com- 
pany have each subscribed $4,000,000, 
the North China Development Company, 
$1,600,000, and other organisations 
$400,000. The North China Railway 
Company is closely associated with the 
North China Communications and De- 
velopment Companies. 
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SIGNALLING ON THE SOUTH AFRICAN RAILWAYS 


Widely divergent conditions on the various sections of line necessitate the use 
of some of the most complex as well as the most simple signalling appliances 


S may be gathered from information appearing from 
A time to time in our Overseas columns, the manage- 
ment of the South African Railways has not been 
slow to adopt the latest signalling improvements when local 
conditions and traffic requirements justify that course. 
Colour-light signalling is at present in use practically through- 
out the Reef area from Randfontein to Springs; on the 
Germiston-Pretoria section ; in the Durban area from Durban 
to Ressburgh ; cn the Cape Town suburban line, between 
ipe Town and Bellevill between East London and Cam- 
bridge ; and in the Pretoria area. It is also being installed 
between Langlaagte and Orlando, and further extensions are 
under consideration ; the three-aspect system is used. 

\ll-electric power signalling of the individual lever type— 
first installed with a 127-lever frame at Cape Town in 1927- 
is in use at a number of places and Johannesburg station was 
formerly equipped with it, but the signal box was destroyed 
by fire just before Easter, 1938, and a route relay panel 
apparatus was selected to replace it. Panel equipment has 
also been put in at Jeppe and Krugersdorp, where it has 
given satisfaction. For Pretoria West, Hercules, and Germiston 
the individual lever system has been adopted. 

The South African Railways Magazine, reviewing these 
details, remarks that ‘‘ while electric signalling may be 
regarded generally as being the most efficient for the larger 
yards, mechanical signalling cannot be regarded as obsolete, 
and, in fact, remains most effective, particularly where the 
extreme points of the yard fall within the limits laid down 
for mechanical operation. Further, nearly all items of 
mechanical signalling are manufactured in South Africa. 
Having regard to these points, and taking into account also 
that mechanical signalling is more economical to instal, as 
well as in maintenance costs, this type of signalling has much 
to commend its continued use, and if manipulated in a fit and 
proper manner it provides all necessary safeguards for the 
control of trains at the smaller stations.” 


] 
( s 


History of Signalling Development 


The general development of signalling in South Africa has, 
in its leading details at least, followed tendencies seen in most 
other parts of the British Empire overseas, but has been 
influenced to some extent by Dutch practice, due to the fact 
that the lines in the old South African Republic—the Transvaal 
—were worked by a Dutch company, such signalling equip- 
ment as there was being obtained from Alkmaar in Holland 
and worked on the double-wire system. The few miles of 
double line that existed, were, however, operated by the 
Siemens and Halske block, then and now in general use in 
the Netherlands. The signals in the Transvaal were of the 
upper quadrant type and when the Central South African 
Railways were formed after the South African War, out of 
the Transvaal and Orange Free State systems, this principle 
was continued by them. (The lines in the Orange Free State 
had for many years been operated by the Cape Government 
Railways, but in 1897 the Free State itself began to work 
them.) The double-wire system was retained for the signals, 
the two wires being brought, as in the Dutch apparatus, 
direct to a disengaging balance lever on the arm, spindle. 
The arms, of enamelled steel, were white with red markings 
on the front face and black with white markings on the 
back, this being thought to give the best results against 
the prevailing background. The posts, of lattice construction, 
were painted in alternate bands of two colours, and the 
signals presented a very striking appearance. 

\lthough English type locking frames came into use and 
rod-worked points were to be found in places, double-wire 
points were still frequently worked from them and were 
very satisfactory. On the Cape and Natal lines, English type 
signals were used, although for a long time the equipment was 
generally very simple. By the end of last century the advan- 


tages of interlocking had been fully recognised, and stati 

were being equipped, either with it or with facing poi 
detector bolting in the signal wires at the loops. After small 
signal boxes had been in use there for a few years, a 150-le\ 
mechanical frame was put in at Cape Town in 1906, controlli 

13 lines in the station and yard. This was of the Saxby dupl 
tappet type, of which there were already several examples « 
the Central South African system, at Germiston and elsewher 


Methods of Working 

Originally all the single lines had everywhere been work: 
by the Morse telegraph and crossing orders, with great freedom 
from accident, but in 1896 the Cape lines decided to try 
alternate sections of electric tablet and electric staff on one 
route near Wynberg, the tablet being eventually chosen f 
further work and adopted generally in the course of time, 
not only on the Cape, but on the Central South African and, 
we believe, the Natal systems. The permissive form 
instrument was introduced and proved of great assistance in 
dealing with goods traffic, while intermediate unattended 
crossing apparatus made the single line working fairly flexible. 
This is still in regular use, with a special miniature facing-point 
indicating signal. On the double lines, the mileage of which 
for many years was quite small, there was at first usually 
no block working—except, as stated, in the Transvaal—but 
the Cape lines adopted station-to-station bell signalling in 
1894, and later the one-wire block telegraph, to which lock- 
and-block control was eventually added. It is interesting to 
note that in 1899 hydraulic power signalling was installed by 
Saxby & Farmer at Salt River junction, near Cape Town, 
with a main 66-lever signal box and a small subsidiary 10-lever 
one ; this remained for many years the sole example of power 
working in this part of the Empire. 


Standardisation Follows Union 


With the formation of the unified South ‘African railway 
system, a certain standardisation of operating and signalling 
principles became imperative. The single-wire-worked upper 
quadrant arm movement was adopted for all lines, with 
square-ended arms for home, point-ended for outer, and 
fishtailed for distant signals, all coloured red on the front and 
white on the back. Outer signals are “‘ stop and draw in’ 
signals, and frequently have mechanical replacers. After 
stopping and whistling at an outer signal at danger, a driver 
is required to bring his train cautiously within its protection. 
Such signals frequently carry a distant arm beneath them, 
resembling the Indian Class ‘‘ B’”’ outer and warner combina- 
tion. The loop passing stations fitted with double-wire point 
apparatus are sometimes as much as 2,000 ft. in length. 

It will thus be seen that a great variety of signalling equip- 
ment, ranging from the simplest mechanical devices to the 
latest relay interlocking and track circuit apparatus, is in 
service, according to the conditions ruling in each locality. 








B.A. Transport Corporation Loan Approved 


Negotiations which had been in progress for some time 
with a local financial syndicate for the granting of a loan to 
this corporation have been concluded successfully. The 
amount of the loan is $42,000,000, which will be used to 
buy out the remainder of the bus and coléctivo lines, the 
proprietors of which declined to accept payment in corpora- 
tion shares, and which have continued to operate indepen- 
dent services. The scheme provides for the reduction during 
the ensuing eight years of the dividends on the corporation’s 
capital to 5 per cent., instead of the rate of 7 per cent. 
originally fixed by the Co-ordination Law. The granting of 
the loan is stated to be conditional upon the effecting of 
certain economies in working, including a. reduction in the 
tariffs for electricity and other working expenses. 
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ROAD TRANSPORT SECTION 


Unilateral Parking 


A DECISION of importance both to drivers of motor 
f vehicles and to local authorities was recently given 
Avr Sheriff Court. In this case a motorist was charged 
h a contravention of Section 49 of the Road Traffic Act, 
30, by disregarding a traffic sign ‘‘ No Waiting This Side 
foday’’ in Dalrymple Street, Girvan. The accused 
\itted allowing her car to remain halted on the side 
re the sign had. been placed, but pleaded that the sign 
i not been lawfully placed there. Section 49 of the 1930 
t provides that where any traffic sign has been lawfully 
ed on or near any road in accordance with the pro- 
sions of the last preceding section, any person driving any 
hicle who fails to conform to the indication given 
the sign, shall be guilty of an offence. In Section 48 (i) it 
provided that ‘‘ subject to and in conformity with such 
neral or other directions as may be given by the Minister, 
highway authority may cause or permit traffic signs to be 
ed on or near any road in their area.’’ Under Section 46 
Minister may, on the application of a county or borough 
ouncil, and after holding, if he thinks fit, a public inquiry, 
ike an order ‘‘ in relation to the — of traffic.’’ 
Sheriff Garrett, K.C., after hearing the case, held that the 
rohibition or restriction of traffic in a wie street cannot 
be imposed merely by putting up a traffic sign in terms of 
Section 48. He expressed the opinion that the public 
thority must proceed by one of two ways—namely have 
nfirmation of a by-law duly approved and confirmed by 
the Sheriff of the County in terms of the Burgh Police Act, 
1892, after due publication; or by obtaining an Order under 
Section 46 of the 1930 Act. The accused was found not 
cuilty. There may be a “ case stated ’’ on the matter. 


- 


Road Haulage Wages 


HE Minister of Labour & National Service has made an 
Order giving statutory effect to proposals of the Road 
Haulage Central Wages Board for amendments of the Road 
Haulage Wages Order which became effective as from August 
25, 1941. Under the Order all drivers 21 years of age and over 
receive an increase of 4s.a week and youths under 21 years of 
ig s. a week in London and 2s. 3d. a 
week in places outside London. New rates are laid down for 
drivers of 21 years of age or over who have had no previous 
employment as drivers of commercial vehicles and who are 
being trained as drivers. The new rates in the London area 
re as follow :— 


re receive an increase of 2 


During the first four weeks of training : 


On a steam wagon i E a - -_ .-. 76s. 6d. 
On a vehicle (other than a steam wagon) of carrying capacity of | ton 

or over 74s. 6d. 
On a vehicle (other than a steam wagon) of carrying capacity ‘of under 

1 ton 7Is. 6d. 


After four weeks of training the ‘appropriate rate for a regular driver. 


In places outside London the rates are :— 
Grade | Grade2 Grade 3 
area area area 

During the first four weeks of training : 
On a vehicle of carrying capacity of less than 


30 cwt. 68s. Od. 63s. 6d. 58s. 6d 
Ona vehicle of carrying capacity of 30 cwt. 
or more ... Tis. 6d. 66s. 6d. 6ls. 6d. 


After four weeks of training the appropriate rate for a regular driver. 

The new rate for drivers 21 years of age or over training 
on long distance work is 71s. 6d. for the first four weeks of 
training and thereafter the appropriate rate for a regular 
driver. 

Rates are also laid down for classes of workers, not covered 
by previous Orders, engaged in the furniture, warehousing, 
and removing industry as follow :— 


Places outside London area 


Workers 21 years of age or over ——- “— y —— - — 3 
Foremen ... . al si wn as 75 72 68 
Removal packers .. , as 74 6 72 69 65 
Porters... 72 6 70 66 62 
Drivers of tractors not exceeding 2 tons 

unladen weight used praia for 
furniture removal work ii a oS 78 73 68 


Rates for juniors in the London area are also included in 
the Order and are as follow :— 


s. d. 
Statutory attendants under 18 years of age eee — awe ne 46 3 
Other road haulage workes : 
20 and under 21 years of age ran wan ie ae at hen 60 3 
19 is 20 - a én a aes a ons 52 3 
18 s 19 en ome ~~ a ves aan one 46 3 
17 as 18 - iid = iia oa i a 34 3 
16 ee 17 He son one me ae eae = 30 3 
15 ne 16 os ne ae _ ven nse oon 26 3 
14 > 15 o = 


The Order provides also that female workers with less than 
39 weeks of employment in the trade shall be paid :— 


statutory remuneration which 
would be applicable to a male 
worker of the same age, with 
the same length of employ- 
ment in the trade and em- 
\ ployed on the same work. 


During the first 13 weeks of 
employment in thetrade ... 80 percent.ofthe | 
During the next 26 weeks of 
employment in the trade 90 per cent. of the | 


Note.—After 39 weeks of employment in the trade, a female worker is entitled to be 
paid the remuneration which would be applicable to a male worker of the same age, 
with the same length of employment in the trade, and employed on the same work. 

The subsistence allowance is increased from 6s. to 7s. in 
respect of each period of rest away from home not exceeding 
14 hours continuous duration, and the allowance of 3s., which 
is paid if the period of rest exceeds 194 up to 24 hours, is 
increased to 3s. 6d. 

The definition of long distance services is amended thus :— 

‘A long distance service is a journey involving a road 
mileage of more than 70 miles from the worker’s home depot, 
other than a home depot within the London Area, and other 
than a journey from which the worker returns to his home 
depot within 11 hours excluding rest periods.” 


Pedestrians and Drivers of Vehicles 
HE far-reaching implications of the recent decision in the 
case of Franklin v. Bristol Tramways & Carriage Co 
Ltd. are discussed by Sir A. Kaye Butterworth in a letter 
to The Daily Telegraph. On a dark night a cyclist wheeling 
his machine was walking, as required by law, on the left 
side of the road when a bus overtook him, ran him down, 
and killed him. Negligence on the part of the bus com- 
pany was proved, but the Court of Appeal held that the 
cyclist’s widow was not entitled to damages on the ground 
that he had contributed to the accident by his “‘ failing to 
look round and see what was coming,’’ blackout conditions 
having imposed on a person in the road ‘‘ the new duty of 
bearing in mind the difficulty which the driver of an 
oncoming vehicle will have in seeing a person or a vehicle 
bearing no light, and of realising that it is his duty as a 
person in the road to take all reasonable steps to minimise 
such difficulty.”” Sir A. Kaye Butterworth considers that 
this seems in effect ‘‘ to reverse a driving rule which pre- 
viously was thought to be well established—that it is the 
duty of a driver, whether meeting or overtaking a person 
walking at the side of the road, to avoid colliding with him, 
and with this end in view to drive within the limits of 
vision.’’ 





Buenos Aires Transport Corporation 


HE report on the working of this corporation during 1940 

reveals a very unsatisfactory state of affairs, the loss on the 
year’s working amounting to over 13,000,000 pesos, as com- 
pared with 8} millions in 1939. The report states that the 


number of passengers carried during the year was over 
600,000,000, distributed as follows :— 
Tramways 396,095,093 
Underground lines os an ee 118,804,555 
Buses... ete. me as we nal 85,892,212 


tae . ae 609,791,866 
Revenue amounted to over 58, 000 ,000 pesos, but expendi- 
ture, including renewals and replacements, totalled nearly 
72 millions, leaving a deficit of over 13 millions. The operation 
of the underground lines showed a surplus of $2,939,501, but 
the working of the surface tramways and buses resulted in 
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deficits of $11,821,797 and $4,865,560, respectively. The loss 
on working is attributed to the increased cost of materials, 
higher electricity tariffs, increased salaries and wages, and 
losses on the operation of the bus undertakings acquired 
during the year. To this loss has to be added the sum of 
$49,373,944 owing to the Pension Fund by the various con- 
cerns included in the corporation, of which some 3 millions 
relates to 1940. As the guaranteed yield of 7 per cent. interest 
on the share capital would absorb an additional $42,000,000, 
it is estimated that the total amount required to cover the 
current year’s obligations would amount to over $58,300,000. 
The report states that the original plan of co-ordination has 
been disorganised by the war, which has made it impossible 
to obtain a foreign loan for buying out all the remaining 
buses and colectivos, an essential feature of the scheme. 
Negotiations in progress for the flotation of a loan subscribed 
by local capital would provide the funds for buying out the 
remainder of the buses and colectivos. Reference to the 
financial difficulties of the corporation and the deficiencies of 
the transport services, owing to the incomplete condition of 
the co-ordination scheme, was made in the Road Transport 
Section of THE Raitway GaZzETT_E of October 4 and November 1, 
1940. Since then the financial situation of the corporation 
has been complicated still further by the action of the 
C.H.A.D.O.P.Y.F. company in defaulting on the payment of 
the interest on its 7 per cent. debentures, which is likely to 
involve the corporation in costly litigation, as that company 
threatens to bring an action against the directors of the 
corporation for breach of its undertaking to advance the 
necessary funds for the payment of the interest on its shares. 


Producer-Gas Sense and Nonsense 


CONSIDERABLE step forward in the practical opera- 
tion of producer-gas buses has been made by the 
conversion a few months ago of the Maldon depot of the 
Eastern National Omnibus Co. Ltd. to cater for such vehicles 
only. The servicing plant and methods are now entirely 
those needed for producer-gas vehicles, and thanks to the 
careful choice of the depot all the buses are able to operate 
the previous petrol vehicle timetables. The operation of this 
depot, housing vehicles running over 22,000 miles a month, 
and the pending conversion of the larger Cromer depot of 
the Eastern Counties Omnibus Co. Ltd., give the lie direct 
to the erroneous conclusions reached by several companies or 
municipalities which have made desultory experiments with- 
out realising the possible difficulties or the potentialities, 
and at the same time viewing the urgency of the problem 
simply by the barometer of immediate invasion or 100 per 
cent. blockade possibilities. By no means every operator or 
municipality can convert a whole depot to producer-gas bus 
servicing, but there are far more than might be thought, 
and there can be scarcely one organisation in which at 


emphasis on the need for alternative fuels for road trans- 
port, particularly producer gas, which at that time was a 
more practicable proposition than any other method. Time 
has not diminished the urgency of the conversion problem; 
indeed, operators have been given two years to make con- 
versions and to overcome all major and most minor opera- 
tions so that regular services could be worked on home- 
produced fuels, but with the exception of the Tilling group 
of companies, of which the Eastern National and East m 
Counties are constituents, practically all have frittered away 
their time and seen not one half step ahead in the odd 
experiments some of them have undertaken. In a time to 
come public transport will be considerably the worse for this 
dilatory behaviour. 


Tramways in Spain 


que Spanish Railway Yearbook (Anuario de los Ferro- 
carriles Imedio) contains the accompanying table of 
particulars of tramway undertakings in Spain. It is 
probable at least that some of the Spanish tramway systems 
will be replaced by trolleybuses. A Law published in Madrid 
on October 5, 1940, for the regulation of trolleybus conces- 
sions (see THE RatLway GAZETTE of February 21, 1941, page 
200) referred to this and stated that there are some 1,300 km. 
(S08 miles) of tramways actually in existence in Spain, but 
most of these lines are urgently in need of heavy repairs, 
which the concessionnaires are not in a position to carry out. 
trolleybuses are already in use in Spain, the first having 
been introduced in Bilbao in 1940, as reported in THE 
Rattway GazettE of November 29 of that year. Some of the 
original tramway systems were developed with British or 
Belgian capital, but most of them are now wholly Spanish. 
Many of the tramway companies operate, as a part of their 
systems, lines extending out from the cities into surrounding 
rural districts, to serve outlying villages. With bridges, 
tunnels, and level crossings, and regular timetables, such 
lines are more like railways, but enjoy the advantage of 
using the highway. An example of this class of ‘‘ tram- 
way ’’ is that running between San Sebastian and Tolosa, 
27 km. (17 miles). An even better illustration is that of 
the Granada Tramways Company, which, besides its city 
service, operates six of these rural highway routes, namely, 
Durcal, 30 km.; La Zubia, 9 km.; Chauchina, 18 km.; 
Maitena, 18 km.; Pinos Puente, 18 km.; and Gabia, 10 km. 
Many of these rural tramways carry a limited tonnage of 
merchandise. The Granada—Durcal tramway will now con- 
nect with the new narrow-gauge railway which has been 
constructed to replace the ropeway between Durcal and the 
port of Motril. Some of the tramway undertakings suffered 
considerably during the Civil War. A case in point is the 
Madrid Tramways Company, which reported that of the 574 
cars in service in, July, 1936, only 158 remained at the end 
of the war, and all the 43 motorbuses had disappeared, 




















least one group of services could not be worked by such’ while receipts had fallen from 28,330,000 pesetas in 1935-36 
vehicles instead of by existing petrol and diesel types. It to 24,960,000 pesetas in 1939-40, and the number of 
is now two years since we first began to lay particular passengers from 200 to 170 millions. 
Route mileage | : | Double track | 
| Gauge ; . | Level No. of 
Tramway | (metres) | l Stations | Tunnels | Bridges crossings staff 
Km. Miles Km. Miles 
Compania Madrilena de Urbanizacion (Madrid) oe _ a a — — — _ one | om 
Tranvias de Barcelona ne —_ _ _ —_— — —_ _ _ < | “_ 
Tranvias de Barcelona a San Andrés y extensiones ae _ _ _ —_ — — — _— ame | — 
Tramways et Electricite de Bilbao... on 68 42 1-36m 17 104 _— ae — _ | 605 
Tranvias de Bilbao a Durango y Arratia 5! 32 1-36 6 4 4 | 5 — | 250 
Tranvias y Electricidad de Alicante _— — = om om a ‘ia es ae et 
Tranvias de Cartagena ... — —_ — —_— _— _ _ a “- “a 
Sociedad Malaguena de Tranvias (Malaga) —_ —_ _ —_ _ _ — = aa ar 
Tranvias de Sevilla ‘ — — — os —_ —_— — —_ —_ | sie 
Tranvias Electricos de Granada. _ — mee ae ane aa = pane pee! = 
Tranvias de Cadiz a San Fernando y Carraca, S.A. 20 12 metre — — — — _ se | 150 
Cia. del Tranvia de Miranda . ove oo 24 15 —_ a — — —_ _ | 205 
Cia. de Tranvias de La Coruna 26 16 5 3 — — = —_ | 200 
Tranvia Electrico de Pontevedra — — _ _ —_ —_ _ _ aii | ea 
Tranvias Flectricos de Vigo 47 29 i — — 5 — 2 4 | 400 
Tranvia de Vapor del Litoral Asturiano —_ — — —_ oa pa ‘an ann aes —, 
Cia. de Tranvias de Gijon , Als ne : > —_ om — ~- a nies — pee ioe ae 
Cia. del Tranvia Electrico de Avilés .. oo 15 9 = — — | | | — 50 
Tranvia Villanueva de Castellon a Puebla om ies anil — —_ _ _ —_ — — —_ _ -_ 
Cia. Tranvia de San Sebastian a Tolosa , i 27 17 1 - 6 | 2 I 80 
Tranvias de Zaragoza 4 im ar wen ail ce 25 16 a 8 5 — — —_ _ 323 
Cia. Tranvia de San Sebastian mee ee - 26 16 on ae — 1 2 ~— 220 
Sociedad Madrilefia de Tranvias (Madrid) ae ‘nt a 167 104 1-44m %6 60 5 0 2 0 3,261 
All cleanin’ except the steam tramway to the Litoral Aevestun, * 1-44 metres = 4ft. 8h in. 1:36 metres = 4ft. 5} in. | metre = 3 fc. 3} in. 


XUM 
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The World Fuel Position 


Further restrictions in petrol consumption—Bus service 
curtailments in Great Britain and Eire—Alternative fuels 


ur August 8 issue details were given of various steps 
hich have been taken in many parts of the world to 
rve petrol and other fuel. Information which has since 
to hand indicates that this process is being continued. 
England the Minister of War Transport proposed on 
st 1 to abolish the basic petrol ration for buses and 
hes. Instead, the rationed quantities of petrol or fuel 
ire being adjusted to the importance of the services 
ided. 

Secretary for Petroleum announced on August 28 that 

d issued a Direction (S.R. & O. 1941, No. 1194), the 

of which is to halve the basic ration of petrol for 
ite cars for the month of October, 1941. The Direction 
s not affect motor cycles or tricycles. During October the 
lue of a basic ration ‘‘ unit ’’ will be reduced to 4 gal. 
[In Australia the Federal Government issued an order in 
early August freezing privately-owned petrol stocks in excess 
of 12 gal.; holders of any amount in excess of this were 
required to submit returns giving details. 

On August 20 Reuters reported from Peshawar that the 
Afghan Government had introduced petrol rationing because 
of a wartime reduction in imports of over 30 per cent. 

Vichy news agency announced on August 11 that in Spain 
the monthly ration of petrol for private uses was to be 
reduced and the price raised from 25 to 45 pesetas a gallon. 

In Italy it is reported steps are being taken to save 
both gas and electricity, and in Nice meals have to be 
taken at specified hours as the gas supply is cut off for 
certain hours every day. Tramcars cease to run at 7 p.m. 
in order to economise in the use of electricity. 

It was announced from New York on August 7 that plans 
for petrol rationing have been drawn up and it was expected 
that, beginning with September, a limit of 15 gal. of petrol 
a week would be issued to pleasure motorists. 

On August 16 a Washington report stated that as a 
temporary measure pending the working out of details of a 
rationing programme a 10 per cent. cut had been ordered 
in petrol deliveries to retailers in 17 eastern states of 
America. On August 29 it was stated before the Senate 
Committee investigating the petrol shortage that the root of 
the trouble was bunker space, which had been diverted. 

The Swedish Government has decreed that, as from 
May 5, lubricants may be bought only with licences, and 
owners of motorcars must now apply for permission to use 
their own supplies of lubricants. Taxicabs and lorries 
generally are permitted to operate within a limited area 


Important Revision of Arrangements 


Sunday Morning FEWER BUSES 
‘Bus Services 








ADJUSTMENT has been made in regard 
Company's supply of engine fuel. This will enable 
the Company to GIVE A NORMAL SERVICE OF ‘BUSES 
ON SUNDAY NEXT, August 10th, the last ‘buses departing 
as heretofore. 


Y order of the Minister 

of War Transport bus 
services on Sundays havo 
been substantially reduced 
(except essential work- 
people's services). 

These reductions and 
restrictions have been 
made in order to maintain 
supplies of fuel for the 
ptemaga transport of workers en- 
Getails of the altered gaged in war production 
Sunday Services can during the week. jay 
ices only are affected. 





On the following Sundays, there will be a LIMITED 
SERVICE UP TO 2 P.M., after which normal services will 
Operate until 11 p.m 


The limited Sunday morning services will be designed to 
meet the needs of persons attending places of worship, 
visiting hospitals, etc 


Handbilts giving 


be obtained trom the = 3 ones 

an 1e is no change in week- 
= day services, when buses 
offices. mspectors on alll s remain 
and conductors, unaltered. 


oe WESTERN WELSH == 


Newspaper announcements of the bus service curtailments, 


mainly on Sundays, in Dublin and South Wales 


LL the other curtaiiments already announced WILL 
TAKE EFFECT ON AND AFTER MONDAY NEXT 
August ffth, and the public are advised that on and from 
that day buses WILL NOT LEAVE CITY TERMINI LATER 
THAN 11 P.M 





Dublin United Transport Company. Limited 








only, and although cards for the first rationing period have 
been granted for producer-gas units already in operation, or 
ready for installing, in the case of new producer-gas vehicles 
it is necessary first to prove that the new vehicle is essential 
to traffic. Passenger vehicles not used in commercial traffic, 
as a general rule are granted sufficient lubricating oil for 500 
miles travel during the period June 1, 1941, to March 31, 
1942. 

The Japanese Domei agency was reported on August 22 
as stating that the Japanese Government had decided to 
deprive buses, taxis, and private cars of petrol from Septem- 
ber 1, in order to conserve oil supplies. Exemption will be 
granted to private cars needed for special purposes. 

It was reported on August 22 that problems arising out of 
fuel shortage had been considered by an informal meeting 
of the Argentine cabinet and that it had been decided to 
centralise all measures relating to these problems in the 
Ministry of Marine. Reports also stated that rationing was 
likely to be introduced. Imports of fuel oil, which averaged 
120,000 tons a month in 1940, were stated to be down to 
81,000 in May, and 65,000 tons in June, 1941. 

Petrol rationing ended in Palestine at midnight on July 31. 


Fuel Shortage and Dublin Bus Services 

Fuel shortage has been affecting transport services in Eire 
for many months past, and as long ago as February last (see 
our February 14 issue, page 178) the Great Southern Rail- 
ways Company discontinued, from February 1, its direct 
road merchandise services, and drastically reduced its motor- 
bus services from February 10. In July the G.S.R. rail 
services were severely curtailed on two occasions, and one 
result was that the Dublin United Transport Company had 
to cope with an unsually heavy volume of business traffic, 
at a time when its ordinary summer seasonal traffic was 
also high. Towards the end of July the company was 
informed officially that its fuel ration would be seriously 
reduced from August 1, and it was compelled to announce 
substantial curtailments of its services beginning on Monday, 
August 11. Some services were discontinued; others were 
reduced in frequency; and all journeys after 11 p.m. were 
withdrawn. On Sundays there are no buses until 2 p.m., 
except a few in rural areas to and from church. 


Alternative Fuels in Eire 

Investigations on alternative motor fuels in Eire have been 
proceeding mainly along three lines, namely, anthracite 
coal from Castlecomer and peat charcoal for producer-gas 
vehicles; Fufurol, a wheat-straw product obtained mainly 
from America; and a fuel named Motol, said to be obtained 
by a new method of breaking-down coal. It is said that 
even under the best conditions the production of Motol 
would be limited to 1,000,000 gal. a year from home 
resources. The peat-charcoal experiments as yet have not 
given satisfactory results, mainly because of tarry deposits 
in the engines, and because the fuel is inclined to crumble 
into dust through the vibration of the vehicle. As regards 
anthracite, the Society of Irish Motor Traders believes that 
the supply is sufficient for the conversion of an appreciable 
number of vehicles, and conversations have been held with 
the Eire Minister of Supplies. 

The Fuel Position in Denmark 

Coupons for next winter’s fuel rationing in Denmark are 
to be usable only if imports make it possible, and in rural 
districts the use of imported fuel is to be prohibited. Fuel 
available in towns will be limited to coke and briquettes. A 
porous residue obtained in the manufacture of synthetic 
petrol from lignite, and named Schwelkoks, has been used for 
producer-gas vehicles, and by May 11 about 22,000 tons were 
reported to have arrived from Germany, enough for 2,500 
cars for a year. It is said to give a very high temperature 
in the producer. Compressed gas is being used as a motor 
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fuel also, particularly the natural gas from the Frederikshavn 
area, This is mixed with town gas in the ratio of 30:70, 
and 70 buses and lorries are said to be running with this 
mixture stored in steel bottles at a pressure of 2,850 lb. per 
sq. in. In the Danish island of Bornholm investigations are 
being made into the brown coal deposits, with a view to 
cracking into motor spirit and other products. 


Producer-Gas in Germany 

With the stated object of supplying fuel for all producer- 
gas road vehicles in Germany and German-occupied terri- 
tory, two German companies, the Ges. fiir Tankholzgewin- 
nung and the Generator Kraft A.G., have been amalgamated 
on the recommendations of the Reich Ministries of Trans- 
port and Forestry. The new company is called the Generator 
Kraft A.G. fiir Tankholz und andere Generatorenstoffe. 
The amalgamated capital of the G.f.T. and the G.K. has 
been increased from RM. 2 to RM. 3-1 million. The saving 
of a million tons of liquid fuel a year is said to be the imme- 
diate objective, but this saving must be made almost 
entirely in German occupied territory, as practically all 
vehicles in Germany proper have been using producer-gas or 
butane-propane since 1939. Concentration is to be directed 
to producers burning peat or poor coal fuels, as there is a 
shortage of wood for such purposes. There are said to be 
180,000 producer-gas road vehicles already operating in Ger- 
many and German-occupied territory, and the estimated 
liquid fuel saving of these vehicles is given by the Berliner 
Borsen-Zeitung as 648,000 tons a year, which seems a very 
low figure indeed. The German Ford company recently 
demonstrated a producer-gas bus on a run from Cologne to 
Berlin, about 360 miles, and the time was said to be the 
same as that taken by diesel and petrol buses, according to 
the Kélnische Zeitung of July 18. 


Barton and Gas Transport 

Barton Brothers, predecessors of the present firm of 
Barton Transport Limited, used town gas for the propulsion 
of their motorbuses in the Nottingham area in 1917-18, and 
the firm also converted vehicles belonging to other operators. 
A return to gas transport was made shortly after the present 
war began, but the greater speed of vehicles showed, among 
other things, that it was necessary to enclose the gas bag. 
The fuel consumption of the present vehicles averages 
50 cu. ft. a mile and the maximum power is about 85 per 
cent. of that on petrol. Before the introduction of the pur- 
chase tax the cost of conversion was £52 a vehicle, and at 
present prices the saving is about £220 a year for a mileage 
of 35,000. These figures and other particulars of Barton gas- 
equipped vehicles are contained in a paper read by the 
Secretary of the company, Mr. E. L. Taylor, before the 
East Midlands Section of the Institute of Transport, and 
published in the Journal for July last. 


Overseas Notes 


Bus Traffic in Eire 
In the first six months of 1941 89,235,000 passengers were 
carried 14,706,000 miles at a gross profit of £899,854 by the 
internal bus services of the country, compared with 74,699,000 
passengers over 15,684,000 miles at a profit of £769,538 during 
the first six months of 1940. 


Motor Vehicles in Argentina 

According to a recent report of the Direccion Nacional de 
Vialidad in Buenos Aires, the number of motor vehicles in 
service in the Argentine Republic at the end of 1940 was 
estimated at 436,294, of which total 119,772 were lorries. 
The average working life of a motor vehicle is now estimated 
to be 11 years 9 months, as compared with the figure of 
74 years generally accepted in 1933. 


The St. John’s (Newfoundland) Tramway 

The only tramway in Newfoundland is the electrically- 
operated line of the Newfoundland Light & Power Co. Ltd., 
on some of the principal streets of St. John’s. This tram- 
way is controlled by the International Power Co. Ltd., of 
Montreal. The route length is 3 miles, and the gauge is 
3 ft. 6 in. The total number of vehicles in operation is 9, 
consisting of 8 (passenger tramcars and 1 miscellaneous 
vehicle. 


Early Rail and Road Link in Australia 


The first regular interstate service in Australia was begun 
on February 3, 1881—60 years ago—and consisted of trains 
leaving Sydney (New South Wales) and running through to 
Albury, where a connection was made by road coach with 
the railhead at Wodonga, whence trains of the Victorian 
Railways ran to Melbourne. This arrangement lasted for a 
little over two years, until the connecting line from Wodonga 
to Albury (which incidentally crossed the Murray River by 
a temporary bridge) was opened for traffic on June 14, 1883. 


American Motor Vehicle Production 


The increase in the number of motor vehicles built in the U.S.A. 
and in Canada during the three years 1938-1940 is shown by 
the statistics published by the Department of Commerce and 
the Dominion Bureau of Statistics, and of which the following 
summary is an extract :— 


U.S.A. Canada 








Lorries, Totals Cars Lorries, Totals 
etc. 

1938 --» 2,000,985 488,100 2,489,085 123,761 166,086 

1939 .-» 2,866,796 710,496 3,577,292 108,369 47,057 = 155,426 


1940 + 3,692,328 777,026 4,469,354 110,126 112,858 222,984 

The monthly figures show that the peak of production is 
reached in the winter months, and the number of both classes 
of vehicles turned out in the summer is considerably smaller. 


Cars 














A Pioneer Electric Tramway 





Right: A contemporary woodcut 
showing the electric light railway 
between Frankfort-on-Main and 
Offenbach, 7 km. (4-3 miles) long, 
which was opened in April, 1884. 
It was a single-track line built to 
metre gauge, with three passing 
places, and was laid on one side 
of the roadway. The electric 
conductor consisted of a gas pipe 
of about 1} in, dia. with a slot in 
the lower side, and the collector 
was @ shuttle-shaped bolt with two 
narrow lugs which projected through 
the slot in the tube and carried a 
rectangular frame. The line was 
built and equipped by Siemens & 
Halske of Berlin, and this firm 
also operated the service in early 
years 
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Road Transport and the War—25 


New regulations for trailer-drawing vehicles—Women in transport service 
—More long-distance suspensions—The Georgian military highway 


I Ministry of War Transport on August 16 announced 
that it was proposed to amend the regulations relating to 
vehicles drawing trailers, and that all vehicles up to 30 ft. 
in length would be permitted to draw trailers. The previous 

lation had been that no vehicle exceeding 26 ft. in 

h was allowed to draw a trailer. The new concession 
be subject to the requirements that the combination of 
vehicle, drawbar, and trailer does not exceed 69 ft. in length. 
The concession does not apply to articulated vehicles. The 
maximum laden weight of vehicle and trailer is increased 
from 22 tons to 32 tons on condition that the trailer is 
equipped with power-assisted brakes which can be operated 
by the driver of the drawing vehicle. The concessicns are 
to be discontinued at the end of the war. 

London Transport Female Staff 

\t the beginning of the war the women employees of the 
London Passenger Transport Board, apart from those on the 
administrative staff, numbered 1,420. They included five 
women ticket clerks whose employment had been continued 
from the last war, when women were employed in this capacity 
in considerable numbers. Women conductors in the Metro- 
politan area were first employed during the last war by 
Thomas Tilling Limited; the first went into service on 
November 1, 1915, and the last were withdrawn on June 11, 
1919. The London General Omnibus Co. Ltd. also employed 
many women conductors, and at one time had some 3,000 at 
work. For many months after September, 1939, there was 
no shortage of male labour so far as London Transport was 
concerned, but on July 6, 1940, an appeal was made for 
women conductors to work on the Country Services. The 
first of these began work on July 24, and from that date 
onwards the number employed has constantly increased. At 
the end of September, 1940, women conductors began to work 
on trams and trolleybuses, and on November 10 their use was 
extended to buses in the Central Area. At present the numbers 
employed are approximately 1,600 on Country buses, 1,262 
on trams and trolleybuses, and 2,000 on Central Area buses. 
As far as possible, women are being used to replace men for 
simple maintenance work in the board’s depots and garages. 


Some 600 are employed as cleaners and general hands; 234 
at Country garages, 170 at Central Area garages, and 200 at 
overhaul depots. In addition, 190 ‘‘ assistant craftsmen ” are 
employed at the Chiswick overhaul depot. 


London Road-Rail Bookings Discontinued 

Through road-rai! fares for single journeys were cancelled 
by the London Passenger Transport Board on August 3. 
Through season tickets continue to be issued as heretofore. 
Reference to this proposed withdrawal was made at page 34 
of our July 11 issue. 

Women Drivers in Berlin 

Special courses of instruction have been organised in 
Berlin, according to Elektrizitdts Verwertung, to train women 
drivers for the electric vehicles which the German Post Office 
uses extensively for carrying mail to and from railway 
stations. 

Cabs in Holland 

Taxi cab fares in Holland have been unified for the 
whole country. At the same time they have been increased, 
and are now 150 per cent. above the pre-invasion standard. 
An additional 50 per cent. is charged between 10 p.m. and 
4 a.m. The number of taxis still running is extremely 
small. Bicycle taxis have now been prohibited in Holland. 


Long-distance Motor Service Suspensions 
The following additional long-distance motor coach services 
were suspended from July 31 on the instructions of the 
Regional Transport Commissioners : — 


London—Bristol (Greyhound and Western National) 
London—Marlborough—Wells do. 

Cheltenham—Chepstow— Cardiff—Swansea (Associated Motorways) 
Cheltenham—Monmouth—Usk—Blaina do. 


The long-threatened Newcastle—Coventry service of the 
Fawdon Bus Co. Ltd. is now to be suspended after Septem- 
ber 30, except for the Christmas and New Year holiday, 


Provincial Buses in London 


The steady reduction in the number of provincial buses 
operating in London services, on loan to the London Passen- 


The first of an unorthodox type of articulated bus, built under the auspices of the Ministries of Supply and Labour 


to solve the problem of distributing staff within munition factories covering a large area 


It accommodates 60 persons (50 on uncushioned wooden s2ats and 10 standing). 


usual), hence the width gaug:2. 
of the British Trailer Co., Ltd. ; 


The tractor unit is a B2dford W.D. short wheelbase type ; : 
and the body (by Charles H. Roe Limited) has a two-level floor, with two steps up from the main 


The budy is 8 ft. 4 in. overall (10 in. wider than 
the dropped frame chassis is a product 


part to the raised portion over the turntable 
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HEBBL 


HOW YOU CAN HELP 


How to spend 


A WEEK’S HOLIDAY 


FOR THE BUSOLOCGIST 





i: euominad OUR CONDUCTRESSES 





To release the men for 
important war duties, our 
womenfolk have shouldered 
ticket-punches and the 

bil of safe con- 


Im the garden early A chance to oom 
do those jobs that you never had 
time for 


MONDAY 





ducting. 


It’s no simple task, but YOU 
can assist by tendering your 
exact fare and stating clearly 
the place at which you need 
to alight. 


They will be grateful for 
such consideration. 


TUESDAY | Spend the morning deciding what 
film show you will see in the 


afternson ! 





Picnic im the park or nearby fields 
with the children. 


WEDNESDAY 





Go for a walk in the country close 
to your home 


THURSDAY 








= ory by 
FRIDAY | Take 2 short bass trip, but avoid TIMELY HELP GOES A RIBBLE MOTOR SERVICES LTD. 


the rush how 


LONG WAY 


HOLIDAY TRAVELLERS 


should — making journeys at times pees all available accom- 


9 am. cad between 6 38 pm. and 6 3 
11 30 am. and 1 p.m.). 
from work impedes the national war effort. 
The “first come, first 
war worker and the pteuure es and the public is invited to 


it the 
favour of the work 


ALL 


needed to convey w ly, before 
p.m. = ae days 

Delay to war ae on their way to and 
served” rule cannot apply as between fhe 


pany’s stafl, wher: , to discriminate in 


SPECIAL NOTE 


concentrating all bY FJ 
at the a 





hut 
'BUS FARES 


In spite ages ever-rising 
maintenance and operat- 
ing costs, "bus fares are 


Une continuance of essen- 
of War Transport has been 











Do anything. but DO NOT travel Head Offices Walnut Street, Malifes 


by bus 





SATURDAY 





Remember that there are fewer 
buses. Enjoy a rest at home. Work 
out how much you have saved by 
not going away. 


SUNDAY 








MONDAY 


Invest money saved in Savings 
Certificates ! 





indicated in Parliament on 


ger Transport Board, was 
that all but 149 had been 


July 24, when it was stated 
returned and that the remainder would be sent back during 
August. It was added that in most cases the hire agreed 
was £25 a month, but that in a few cases agreement had 
yet to be reached. Subsequently on Sunday, August 3, a 
convoy of 30 Manchester Corporation buses (Leylands and 
Crossleys) driven by Manchester men left London for Man- 
chester. The last 7 provincial buses were withdrawn from 
Londen service (for reconditioning prior to return) on 
August 12. London Transport has employed 467 borrowed 
provincial and Scottish buses, as listed at page 449 of our 
April 18 issu 
Motor Services to Dakar 

Regular weekly passenger and freight services via the 
desert road between Casablanca (French Morocco) and Dakar 
(French West Africa) were announced by Vichy on July 27. 

Syria-Iraq Traffic Resumed 

Syria and _ Iraq, 
July 14. The 
Rutbah 


communications between 
were resumed on 
Baghdad via 


Trans-desert 
interrupted since last May, 
first convoy arrived at Damascus from 
without encountering any difficulties 


The German Motor Roads Company 


In 1933 the 
Company, with a view 


Reichsautobahnen 
network of motor 


Reichsbahn founded the 
to developing a 


—S_ 


LIMITATION OF 
TRAVEL FACILITIES 


DURING AUGUST AND SEPTEMBER, 1941 


issued from the Office of the South West 





The following is an announcement 
Regional Transport Commissioner :— 
“THE GOVERNMENT HAS APPEALED TO THE PUBLIC TO AVOID TRAVELLING 
FOR PLEASURE PURPOSES BUSES AND THIER CREWS ARE REQUIRED ON WORK 
OF NATIONAL IMPORTANCE AND WE CANNOT HAVE THEM WORN OUT ON 
MERE PLEASURE TRAFFIC. SIR ALFRED ROBINSON, THE REGIONAL TRANSPORT 
COMMISSIONER, HAS SEVERELY LIMITED THE NUMBER OF BUSES WHICH THE 
COMPANIES MAY RUN AND PEOPLE WHO DISREGARD THE GOVERNMENT'S 
ADVICE AND CANNOT GET ON A BUS, MUST BLAME THEMSELVES AND HITLER.” 


The Companies have received strict instructions from the Transport Commissioner 
that fuel supplies must be conserved and duplicate mileage reduced to a given maximum 
which is less than usual 

As accommodation will be limited, the ‘public are hereby advised that while 
every endeavour will be made to cater for essential traffic, it _—— 

% regretted that no guarantee can be given that accommo SS 


dation will be available on any journey on any service 


Notice issued by the Western and Southern National 
Companies consequent upon the limitation of duplication 
instructions of the Regional Transport Commissioners 


Some 
advertisements ; that on the extreme 
left is novel in being designed to 


still at pre-war level — 
remember this when next 
your ‘bus is late or over- 
crowded. 


WESTERN, NATIONAL 


MEAD OFFICE: 
QUEEN STREET, EXETER 


more railway-associated bus 


discourage travel 


roads throughout Germany. It may be recalled that the 
Reichsbahn placed its own officials at the disposal of the new 
company and engaged both salaried and wage staff for the 
new enterprise. Since then the Reichsautobahnen have 
become more independent, and it has now been decided that 
the company should appoint its own personnel. Former 
officials of the Reichsbahn have been re-transferred. The 
company will be run as a public utility service and will be 
subject to supervision from the Generalinspektor fiir das 
deutsche Strassenwesen. The allocation to the Reichsauto- 
bahnen from tax and customs revenue amounted to RM. 198 
million in 1940, according to the Berliner Bérsen-Zeitung of 
June 18. 
The Georgian Military Highway 

The railway map of the region between the Black Sea 
and the Caspian Sea reveals the lack of direct north-south 
railway communication, due to the great range of the 
Caucasus Mountains. There is, however, an important trans- 
port link in the Georgian Military Highway between 
Ordzhonikidze (formerly Vladikavkaz), capital of Northern 
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Ossetia and Ingushetia, and Tiflis, the capital of the Trans- 
caucasian Socialist Federated Soviet Republic. This road, 
which has been described as one of the most beautiful and 
majestic high mountain roads in the world, is 135 miles long; 
passes the great Caucasian peak of Kazbek (16,546 ft.); and 
connects Northern Caucasus with Transcaucasia. From 
Ordzhonikidze the highway proceeds first along the valley of 
the rapid mountain river Terek, and reaches the foot of 
Kazbek. After rising to the Krestovaya pass, the road 
descends by the valleys of the rivers Aragva and Kura to 
Tiflis. 





To Tabriz 

















i 


ae lll 








September 5, 1941 


PERSONAL 


G.W.R. SOLICITOR 

he following appointments have 
be authorised by the Directors :— 
ir. P. W. Pine, to be Solicitor, 
tive from August 25. 
Mr. I. B. Pritchard, to be Chief 
Leval Adviser, effective from Septem- 
ber 1. The directors of the London & 
North Eastern Railway Com- 
any have kindly consented to 
Mr I. Buchanan Pritchard, 
their Chief Legal Adviser, being 
appointed to act as Chief Legal 
Adviser to both the London & 
North Eastern and Great 
Western Companies. 

L.N.E.R. APPOINTMENTS 

In consequence of Mr. 
Pritchard’s appointment to be 
Chief Legal Adviser of the 
G.W.R. as well as of the 
L.N.E.R., he has relinquished 
the office of Solicitor to that 
company. The Directors have ap- 
pointed Mr. W. H. Hanscombe 
as Solicitor in Mr. Pritchard’s 
place. 





[Ihe Hon. C. D. Howe, 
Minister of the Department of 
Munitions & Supply (Canada), 
announced on August 2 the 
forthcoming appointment of a 
transit controller who will be 
concerned with all problems re- 
lating to the movement of 
persons to and from work in 
urban areas. He will take con- 
trol of the staggering of hours 
in the civil service at Ottawa 
and in large industrial estab- 
lishments throughout the 
country in order to bring about 
the most efficient use of trans- 
port facilities with a minimum 
of congestion. It is expected 
that the controller will have 
power to make regulations con- 
cerning priorities on the supply 
of equipment for bus and tramway 
companies, much of which has to be 
imported from U.S.A. 





Sir Thomas Royden, Chairman of the 
London Midland & Scottish Railway 
Company, has accepted the presidency 
of the Railway Benevolent Institution 
for 1942, and Sir James Milne, General 
Manager of the Great Western Railway 
Company, will act as Chairman of the 
board for next year. 


Mr. Frank Bullough, M.B.E., whose 
death we recorded in our July 4 issue, 
has left estate valued at £2,588 (net 
£2,513). Mr. Bullough was at one time 
Assistant to the Superintendent of the 
Line, Lancashire & Yorkshire Railway, 
and later with the L.M.S.R. 


Lafayette] 
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Mr. P. W. Pine, Common Law & 
Chancery Assistant, G.W.R., has been 
appointed Solicitor in succession to 
the late Mr. C. H. Whitelegge. Mr. 
Pine entered the company’s service on 
November 29, 1915. Eleven months 
later he was appointed Assistant in the 
County Court and Prosecution Depart- 
ment, and in 1919, was given charge of 
that Department. During the follow- 





Mr. P. W. Pine 


Appointed Solicitor, Great Western Railway 


ing 18 years he undertook the conduct 
of litigation in the Superior Courts and 
Courts of Appeal. In 1937 Mr. Pine 
was appointed Common Law & Chan- 
cery Assistant, in succession to Mr. 
Stephen Witherington. 


The South African Minister of Rail- 
ways, Mr. F. C. Sturrock, has recently 
appointed a Director for the Port of 
Durban, whose special duty will be the 
co-ordination of the authorities of 
departments concerned with harbour 
working, and who will be directly 
responsible to the Ministry of Railways 
& Harbours. Mr. J. D. White, Deputy 
General Manager of the South African 
Railways & Harbours’ has _ been 
appointed temporarily to the post. 
The Minister has said that this would 


[London 






be tried at Durban and might also be 

applied later to Cape Town. : 
MEXICAN RAILWAY APPOINTMENTS 
General Enrique Estrada has now 

been definitely appointed as General 

Manager of the Mexican National Rail- 

ways. Senor Pablo M. Hernandez is to 

continue in the post of Assistant General 

Manager. 


Mr. George A. Kirley, Chief 
Engineer, Boston & Albany 
Railroad has been appointed 
General Manager, in succession 
to Mr. James L. Truden retired. 


Mr. George Mills has~ been 
appointed a Director of the 
Eastern Counties Omnibus Co. 
Ltd., in place of the late Mr. 
H. H. Mauldin. 





Dr. Karl Fritzof Nystrom of 
the Milwaukee Railway, has 
recently had the honorary 
degree of Doctor of Engineering 
conferred upon him by Mar- 
quette University, Milwaukee, 
Wis. Dr. Nystrom was Chief 
Draughtsman with the _ car 
department of the Canadian 
National Railways from Septem- 
ber, 1913, till October, 1918, 
when he joined the Canadian 
Pacific Railway as_ Chief 
Draughtsman. He remained 
with the C.P.R. until Decem- 
ber, 1919, when he rejoined the 
C.N.R. to carry on engine and 
car construction work in the 
motive power and car depart- 
ments. He remained with the 
C.N.R. until February, 1921, 
when he went to the U.S.A., 
and has risen to his present 
position of Mechanical Assistant 
to the Chief Operating Officer of 
the Milwaukee Railroad. Dr. 
Nystrom has invented many 
outstanding railway devices and 
is the holder of over 50 patents. One 
of his schemes was that of a roller 
bearing for railway cars, which was 
adopted as standard many years ago. 
He was a pioneer in railway stream- 
lining and lightweight construction, and 
was the designer of the Hiawatha, the 
crack streamline flier of the Milwaukee 
Railroad. 


We regret to record the death of Mr. 
Sidney Royse Lysaght, Deputy Chair- 
man cf John Lysaght Limited. Mr. 
Lysaght was one of three brothers who 
conducted the firm which was founded 
by his uncle. 


Professor Casimir Bartel, whose death 
at the hands of the Gestapo was re- 
corded during the last week in August, 
was born at Lwow (Lemberg) in 1882 
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British Railways and the 


War—83 


Left: Landing of a motorboat by crane 
from a bridge over the river Nene at 


Peterborough 


Right: A train load of bombs 
leaving an R.A.F. bomb store 
** somewhere in England” 


Left: A goods train passing through a 
London bombed area 
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and was educated in that city. After 
some years spent as a lecturer at Lwow 
Technical College, Dr. Bartel became 
Rector and Principal of the College. He 
took a prominent part in Polish politics 
and first entered the Government in 
1919 as Minister for Railway Com- 
munications. For various short periods 
Dr. Bartel was Prime Minister, but gave 
up politics in 1930 when he resumed his 
scientific activities. 





Mr. Cecil Constantine Mallet, a 
Director of the Buenos Ayres & Pacific 
Railway, has left estate valued at 
{22,195 (net £20,948). 





We regret to record the death on 
August 23 in Dublin of Mr. William 
Smyth, who was at the time of his 
retirement in July, 1929, Audit Ac- 
countant of the Great Southern Railway 
Company. 





Mr. Charles H. Mottier, Engineering 
Assistant, Illinois Central System, has 
been appointed Chief Engineer in 
succession to Mr. Fred L. Thompson, 
Vice-President & Chief Engineer, who 
will continue as Vice-President in 
Charge of the Engineering Department. 





INDIAN RAILWAY STAFF CHANGES 

Mr. H, A. Tuck has been confirmed 
as Deputy Chief Engineer, Signals, 
N.W.R. He has also been granted four 
months’ leave as from June 10. 

Mr. P. D. Paude has been appointed 
to officiate as Director, Railway Clear- 
ing House Accounts Office, Delhi, as 
from April 26. 

Mr. L. A. Hoyle, Traction Super- 
intendent, G.I.P.R., has been granted 
2} months’ leave preparatory to retire- 
ment as from February 4. 

Mr. D. Colin-Campbell has been con- 
firmed as Controller of Railway Ac- 
counts. 

Mr. C. T. Venugopal has been ap- 
pointed to officiate as Deputy Chief 
\ccounts Officers, G.LP.R., as from 
April 30. 

Mr. P. W. Wilton Davies, Deputy 
Chief Engineer, N.W.R., has been 
granted four months’ leave as from 
June 15. 

Mr. J. A. Tower, Chief Transportation 
Superintendent, G.I.P.R., has been 
granted five months’ leave as from 
February 27. 

Messrs. J. W. Henderson and J. W. 
Ogle have been confirmed as Divisional 
Superintendents, N.W.R. 

Mr. S. M. Johnson has been confirmed 
as Deputy Chief Engineer, Bridges, 
N.W.R. 

Mr. G. W. Scriven, Officiating Divi- 
sional Superintendent, E.I.R., has been 
appointed to officiate as Senior Govern- 
ment Inspector of Railways, Circle No. 2, 
(Calcutta), with the rank of Deputy 
Chief Engineer, as from April 8. 

The services of Mr. H. G. Salmond, 
Senior Government Inspector of Rail- 
ways, Circle No. 5, Bombay, have been 
placed at the disposal of the Communica- 
tions Department, as from April 11. 
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Mr. K. B. Lal Mathur has been 
appointed to succeed Mr. Salmond as 
Senior Government Inspector, Bombay, 
with the rank of Chief Engineer, as 
from the same date. 

Mr. H. M. R. Morse, Deputy Chief 
Mechanical Engineer, N.W.R., has been 
granted four months’ leave as from 
May 1. 


Mr. W. T. Biscoe, V.D., Divisional 
Superintendent, N.W.R., has _ been 
granted three months’ leave as from 
June 2. 


Mr. H. W. Puttick has been confirmed 
as Chief Electrical Engineer, N.W.R. 

The Hon. Mr. L. Wilson has been 
confirmed as Chief. Commissioner of 
Railways as from April 16. 

Mr. G. C. Assheton Smith has been 
appointed to officiate as Deputy Chief 
Mechanical Engineer, N.W.R., as from 
May 1. 

Mr. C. M. Cock has been confirmed 
as Traction Superintendent, G.I.P.R., 
as from April 12. 

Mr. J. E. Tattersall has been con- 
firmed as Traction Engineer (Rolling 
Stock), G.I.P.R., as from April 12. 

Mr. G. H. A. Wood has been ap- 
pointed to officiate as Financial 
Adviser & Chief Accounts Officer, 
N.W.R., as from May 5. 

Mr. R. A. Saunders Jacobs has been 


appointed to officiate as Divisional 
Superintendent, EL. ow from 
April 6. 


Mr. P. D. Low has been confirmed 
as Deputy Chief Mechanical Engineer, 
E.B.R. 





The Minister of War Transport has 
appointed Mr. Ernest Henry Murrant 
to be Special Ministry of War Trans- 
port Representative in the Middle East 
to collaborate with the Ministry’s exist- 
ing Representative for that area, Sir 
Henry Barker. Mr. Murrant, who is 52, 
is Deputy Chairman of Furness, Withy 
& Co. Ltd., and a Director of other 
shipping and insurance companies. He 
is a member of the Council of the 
Chamber of Shipping and of the Board 
of Management of the Seamen’s Hospital 
Society. 





Mr. R. C. Vaughan, President & Chief 
Executive Officer of Canadian National 
Railways, who has been a Director of 
the Central Vermont Railway for many 
years and has served as Vice-President 
in charge of Purchases & Stores, has 
been elected President of the Central 
Vermont Railway in succession to Mr. 
S. J. Hungerford, who has resigned, 
but will continue as Chairman. 





The death took place on August 20 
of Viscount Stonehaven who, as Sir John 
Baird, will be remembered as a Minister 
of Transport. He was the fourth holder 
of this office, which he occupied from 
1922 to 1924. 





The King has approved the appoint- 
ment of Mr. Arthur George Bottomley, 
O.B.E., as a Deputy Regional Com- 
missioner for Civil Defence in the South- 
Eastern Region. 
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Awards for Gallantry 


The following 
made :— 


Awards have _ been 


M.B.E. 


Norman Guy Sisson, Technical Assis- 
tant, L.P.T.B. 

Mr. Sisson is responsible for the 
L.P.T.B. surface and sub-surface lines. 
He has been on duty at night from the 
commencement of air raids and during 
this period he has personally inspected 
a number of unexploded time bombs and 
made the necessary arrangements with 
the bomb disposal parties. This work 
has been carried out under his personal 
supervision, during intense air raids, in 
order that the tracks should be available 
at the earliest possible moment. 


British Empire Medal 

Alfred Elijah Bowden, 
Southern Railway. 

Mr. Bowden displayed courage and 
initiative when a wharf was bombed 
during an air raid. He extinguished 
many incendiary bombs and _ then 
climbed on to the roof of a warehouse 
and prevented a fire from spreading to 
valuable plant. 

William Brereton, D.C.M., 
Detective, Southern Railway. 

During an air raid a building was hit 
by high explosive and incendiary bombs. 
The only occupant was thrown by the 
blast through a wooden partition and 
pinned down by debris. Acting Detec- 
tive Brereton entered the building, the 
outer wall of which had been partly 
demolished, climbed over the debris and 
released the trapped man. By the time 
the rescue was effected the office was 
blazing and Brereton’s initiative and 
resource undoubtedly saved the life of 
the man. 

Brindley George Furneaux, Shunter, 
G.W.R. 

Cyril Griffin, M.M., Shunter, G.W.R. 

During an air raid Furneaux and 
Griffin dealt successfully with showers of 
incendiary bombs on railway premises. 
Throughout the night H.E. bombs fell 
nearby and the men’s disregard of their 
personal safety and the manner in which 
they dealt with the many fires resulted 
in saving much of the property. 

Cecil Steele, Permanent Way Ganger, 
Southern Railway. ‘ 

During an air raid fires were started 
around a gas holder and on a railway 


Electrician, 


Acting 


track, where several sleepers caught 
alight. Ganger Steele, who was off 


duty, subdued the fires, notwithstanding 
explosions occurring nearby. He then 
discovered an unexploded time bomb 
and removed it to a safe distance. 

William John Whelan, Telephone 
Attendant, G.W.R. 

When docks were attacked by enemy 
aircraft, Whelan displayed initiative 
and courage in dealing with many fires 
that broke out and throughout the night 
performed invaluable service in carrying 


messages, shifting burning railway 
wagons and manning hoses. Although 


blown over by blast from a nearby 
bomb explosion, Whelan carried on and 
by his efforts prevented considerable 
damage. 
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TRANSPORT SERVICES AND THE WAR—105 


Amended air raid casualty figures—Institute of Transport study courses for the 
Services—British and Russian occupation of Iran—Railway construction in Iran 
and Turkey—Strategic line in Mexico—Traffic in the Panama Canal Zone 


Slightly amended figures for civilian air raid casualties in 
the United Kingdom since the outbreak of war have now been 
issued by the Ministry of Home Security, and are tabulated 
below. These differ in but minor respects from those given 
in our table at page 94 of THE Rattway GazettE for July 25, 
which was compiled from the monthly official announcements. 


Seriously 
Killed injured Total 
September 3, 1939, to July 31, 
1940 , 310 399 
1940 
August 
September 
October 
November 


December 
41 


1,085 
6,955 
6,335 
4,751 
3,829 


1,265 
10,624 
8,69) 
6,208 
5,063 


2,023 


January 1,539 yo 


February ; 793 
March we . p 4,298 4,794 
April . : wes 6,068 6,902 
May . an , 5,394 5,181 
June a bed : 399 46! 
July . oon i = 50! 447 


42,257 53,125 


L.N.E.R. Wartime Traffics 


Since the war began the L.N.E.R. has run more than 
15,000 special trains for the transport of H.M. Forces and 
equipment. Despite these movements, and the operation of 
a much heavier and more complex freight traffic, every 
effort is being made to maintain passenger train punctuality. 
Altered freight traffic flows caused by the establishment of 
new industries and redistribution of others have brought 500 
freight trains daily to 32 L.N.E.R. branch lines, which in 
peacetime were served by 180 every day. 


Railway Punctuality 


An indication of the improved railway punctuality which 
prevails generally at the present time was mentioned by Mr. 
George Mills, Divisional General Manager, Southern Area, 
L.N.E.R., recently, when he stated that at Liverpool Street 
station on a recent day, of 123 business trains 110 arrived 
punctually, 9 were one minute late, and 4 were two minutes. 
We understand that this is not an exceptional case at the 
present time, and that the record of Liverpool Street may 
be equalled by that of other London terminals. 


Transport Tuition for Servicemen 


The Institute of Transport is desirous of assisting to con- 
tinue their preparation for the institute examinations any 
members who were interrupted in their studies when they 
were called up for service with H.M. Forces, and who can 
now devote time to reading and written work. Correspon- 
dence courses are accordingly to be made available on 
special terms to such members if they are easily reached 
by post and cannot attend regular classes. On the assump- 
tion that students in the Forces will be able to devote only 
limited time to outside study, it is proposed that tuition 
should be restricted generally to one subject at a time. The 
fee for any one subject course will be 10s. and, in addition, 
there will be a small fee for the loan of the necessary book 
or books, if required. Applications for enrolment should 
consist simply of full name (in block letters), membership 
grade, address for communications, rank and unit, subject 
in which course is desired, and proposed method of payment 
of fee. The institute is prepared to make special arrange- 
ments for applicants who are receiving only their Service 
pay. The institute reserves the right to refuse any applica- 
tion and, at any time, to suspend the acceptance of new 
enrolments. Prospective students are advised to obtain the 


approval of their Commanding Officers before applying for 
enrolment. Applications for enrolment or requests for 
further information should be sent to the Acting Secretary, 
the Institute of Transport, 15, Savoy Street, W.C.2. 


Salvage from Derelict Railways 


The Ministry of Supply decided recently to salvage 
derelict rolling stock of the Southwold Railway. 
reported that £300 worth of metal has been recovered. 

On March 15 last the Liverpool & District Ramblers’ 
Federation decided to urge that the track of the Welsh 
Highland Railway should be given to the nation as a walking 
route. It will be recalled that, in 1937, the London Mid- 
land & Scottish Railway Company gave the defunct Manifold 
Valley Railway route for this purpose and that the Stafford- 
shire County Council undertook the work and expense of 
reconditioning the track as a public footpath. The federa- 
tion wishes to learn the views of other interested organisa- 
tions as to the Welsh Highland track, and also the opinions 
of local and district councils, and what measure of support 
would be forthcoming for the scheme. It holds the view 
that postponement of consideration of the proposal until 
after the war would not only cause unnecessary delay but 
that other action might be taken in the meantime. Refer- 
ence to the dismantling of the Welsh Highland Railway by 


Crry OF NORWICH 
INSTRUCTIONS 


GUIDANGE OF THE CIVIL POPULATION 


Event of a Landing by the Enemy in t in this Country. 


(APPROVED GY HIS MAJESTY'S 


ls order to facilitate the sperations of His Majesty's Ferces and ts hinder those ef the enem 
instructions are to be followed by the civil population as soon as, but nat before, ths Military iotridee duglare 
that a state of emergency has arisen in any particular district :— 

(}} TRANSPORT AND PETROL. Al! borses. mules. donkeys. moters. bicycles. carter car- 
riages. and other vehicles. harness. petrol. launobes aad Ugbters are to be immediately removed to « 
precoacerted place which will be iad d by the S of Police in the proclaimed District 

If these objects cannot be immediately remaved they must be destroyed or rendered useless. 
if 60 ordered by the Military Authorities or Polica 

(2) LIVE STOCK Live Stock is not to be drives along public roads without order The 
Stock in tho vicinity of the enemy wil) be reunded up and driven te some place indicated where 
tt can be defended. If necessary. it will be destroyed on an order by the Militery 

(3) FOODSTUFFS AND OTHER PROPERTY. The Military Authorities may at their dis 
cretion destroy or require the police to destroy. stores of provisions. granaries. and flour milis. 
Unless special directions are given by the Military Authorities. unthresbed cereals should not be 
destroyed. Orders for the destruction of property. so far as circumstances will permit. will be made 
in writing Auy person refusing or segiecting todestroy or render usolees. bis property when ordered 
will lose all claim to compensation if it is dostroyed or rendered useless by the Military or Police 

(4) PUBLIC PROPERTY No attempt, exoept ucder orders from the Military Authorities 
or the Police acting uader such orders should be made to burn. cut or destroy — 

ridges. 
Railway Rolling Stock 
Electric Light or Power Stations 
Telegraph or Telephone Wires 
Wireless Stations 
Prompt assistance should. however. be given to the Military Authorities to carry out any of the 
foregoing operations which they thiok desirable 

(5) ENTRENCHING EQUIPMENT All tools pick-axes. epades. shovels. felling axes. saws. 
barbed wire. and other equipment required by the Military Authorities should be placed absolutely 
at their disposal. and al! persons physically fit should be prepared to do any work required of them. 

(6} MOVEMENT OF TROOPS. It is of the utmost importance that the movements of the troops 
and artillery should not be hampered by the presence of numbers of civilians on the roads 
Any person leaving the District should avoid the roads required by the military forces of the 
Crown These will be. as far as possible. indicated to them by the Police. Where advancing 
troops are nevertheless met upon the roads. civilians must immediately pass into flelds and 
janes and leave the roads clear. 

(7) VOLUNTEER TRAINING CORPS. Every man who has been enrolled in « recognized 
volunteer training corps should. unless required for duty as a Special Constable. proceed to the 
place of rendezvous. 

(8} ATTITUDE OF CIVIL POPULATION Unless otherwise directed ¢he civil population 
are advised to remain quietly in their homea 


Ho hostile act is to be committed against the enemy by any person whe is not a Soldier in sniform, or 2 
member of a recognised corps, having his badge fixed, and acting under the orders of a respensible officer. 











Instruction poster issued during the last war ccncerning the 
behaviour of civilians in the event of invasicn 








September 5, 1941 





George Cohen, Sons & Co. Ltd. for scrap, was made in THE 
RarLway GAZETTE for August 8 at page 127. 





Service Charges in Restaurant Cars 


In the early days of the war, it may be recalled, the 
L.M.S.R. and the L.N.E.R. adopted a scale of fixed service 


charges in their 


restaurant cars, and 
Gratuities to Staff. 





the practice still re- 
mains in force. The 
G.W.R., on the other 
hand, decided to make 
no change, but to leave 
staff gratuities to the 
discretion of the cus- 
tomer, as_ heretofore. 
As a result, there is a 
tendency on the part 
of some travellers to 
refrain from giving a gratuity to G.W.R. restaurant-car 
stewards, under the mistaken impression that the bill includes 
service charge. Accordingly the G.W.R. now places small 
ards on the tables, as reproduced. 





PASSENGERS ARE INFORMED THAT THE 

GREAT WESTERN RAILWAY HAVE NOT 

ADOPTED THE PRINCIPLE OF ADDING A 
SERVICE CHARGE. 








a ¢ 
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Relations with Iran 
During recent months both the British and the Russian 
Governments have repeatedly warned the Iranian Govern- 
ment of the potential danger in the presence in Iran of an 
excessively large German colony composed of individuals 
subject to the discipline of the German Nazi Party. Many 
of these German residents were technical experts employed 
on railways, roads, and other important public works. The 
Iranian Government seemed unwilling or unable to check this 
process of infiltration, although both the British and Soviet 
Governments offered to assist by finding qualified experts to 
replace the German technicians. The Iranian Government’s 
reply to British and Russian communications of August 16 

indicated that it was not prepared to give 
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Since then the railhead is said to have been pushed forward 
to Ardistan, about 70 miles south-east of Kashan. This ling, 
it appears, will follow the great central caravan route (now 
believed to be a motor road) Teheran—Qum—Kashan— 
Yazd—Karman—Bam, and will doubtless eventually join up 
with the N.W.R. of India at Duzdap. 


Railway Construction in Turkey 


The State Railways Administration owned the following 
equipment at the close of the fiscal year ended May 31, 1940 
(figures for the preceding fiscal year are in parentheses); 
steam locomotives, 901 (898); motor railcars, 23 (23); steam 
railcars, 4 (4); and carriages of all other types, 16,450 
(16,331). The only railway line built during the year 1940 
was a stretch of 47 km. (29 miles) of standard gauge from 
Diarbekr to Bismil on the Diarbekr—Iraq frontier line, 
opened to traffic on September 1, 1940. The total length 
of this Government line when completed will be 324 km. 
(201 miles). Another section under construction in 1940 was 
the Zongouldak—Kozlu line, a stretch of 5 km. (3 miles) in 
the Black Sea coal basin. The Turkish Government on 
June 5, 1940, placed a credit of £ Turkish 2,000,000 at the 
disposal of the Ministry of Public Works for the construction 
of this standard-gauge line. New lines on which it is planned 
to begin construction in the near future are: the Mamuret 
el Aziz—Mush—Bitlis—Van—Iran frontier line of 330 km. 
(205 miles), the Kozlu—Eregli (Heraclea) line, the Dusje— 
Bolu—Cherkesh line, and lines in the areas around Osmanjik, 
Amasya, Brusa, and Yenisehir. 


Syrian Communications Restored 


Several sections of the Aleppo-Mosul Railway which were 
damaged during the military operations in Iraq and Syria 
have now been restored, and passenger and goods traffic has 
been resumed, according to a Reuters message from 
Damascus dated August 23. The Syrian authorities are also 





adequate satisfaction and, as a defensive 
measure, columns of British, Russian, and 
Indian troops entered Iran at dawn on 
August 25. These Forces took steps to 
secure control of communications, one 
British party landing at Bandar Shahpur, 
the Persian Gulf terminus of the Trans- 
Iranian Railway, and the Russians enter- 
ing from the north towards Tabriz. 
Russian forces occupied Tabriz on 
August 27. The Iranian Government 
resigned on August 27 and the new 
Government formed on the same day 
issued orders to the Iranian forces to 
refrain from further resistance to the 
British and Russian Forces, so as to avoid 
further bloodshed and to emphasise Iran’s 
peaceful intentions towards neighbouring 
Powers. 
















Railway Construction in Iran 


construction is still being 
pushed ahead actively, according to 
reports from Iran. During January last 
rails were extended 15 km. (94 miles) past 
Zinjan on the route from Teheran to 
Tabriz. Zinjan is 315 km. (196 miles) 
from Teheran. Winter did not seem to 
have caused work on this line to be 
relaxed, as 16,840 workmen were reported 
to be employed on it. Rails on the 
Teheran—Meshed line are said to have 
reached Shahrud, 36 km. (22 miles) 
beyond Damghan, which is 363 km. (226 
miles) from Teheran. Construction of the 
Teheran—Yazd line last January had 
reached Sinsin, 260 km. (161 miles) from 
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repairing the permanent way of other lines damaged during 
the Syrian campaign and restoring damaged bridges. 


Syria for Touring 
Free French headquarters at Cairo announced 9n 
12 that Syria and Lebanon were again open for 
traffic. 


The 
August 
tourist 

The Abyssinian Railway 

In view of the uncertainty of the future of French Somali- 
land (to which we made reference at page 141 of our August 8 
issue), the section of the Abyssinian Railway crossing French 
Somaliland territory remains closed to transit traffic to and 
from Ethiopia. 

Greece 
he Italian Gazetta for August 20 officially declared that 
the Italian war on Greece (which began on October 28 last) 
is at an end. 
Rate Increases in Hungary 

The passenger and goods rates and fares on the Royal 
Hungarian State Railways were increased by 12 per cent. 
from July 15. 


The Baltic States 


According to a message from Stockholm dated August 11, 
the German occupying forces have suppressed the existing 
Government organisations in Lithuania and Latvia, and 
have incorporated them into a unit called Ostland. 


Curtailment of Swiss Rail Services 


With the introduction of the winter timetable in Switzer- 
land on October 6, a number of comparatively little-used 
trains, averaging about 10 per cent. of the present services, 
will be withdrawn. Except for two brief periods at the 
beginning of the war, Switzerland has so far enjoyed practi- 
cally normal train services. We refer to this is greater detail 
in an editorial note at page 230. 


Railways and the General Gouvernement (Poland) 

According to the Berliner Bérsen-Zeitung of July 10, the 
railways in the General-Gouvernement (Poland) will be 
extended and improved in close collaboration with the 
Reichsbahn. In addition to the improvement of the rolling 
stock of the Ostbahn during the current year, the plan 
envisages the acquisition in 1942 of RM. 50 million worth of 
locomotives, wagons, etc. The proposed re-orientation of the 
Polish railways, to base them on Breslau as a sorting centre 
for the east, was recorded at page 199 of our August 22 
issue. 

German Bondholders in Polish Railways 


German citizens who held unhonoured shares or bonds in 
the Austrian and Russian State Railways taken over by the 
Polish Republic in 1919 are now to receive attention. Accord- 
ing to a German Supplementary Decree of July 25, reported 
in the Frankfurter Zeitung of August 1, all holders of such 
securities are requested to register their holdings by Septem- 
ber 15. This may be done either in the Annexed Provinces, 
or (in the case of residents in the Reich) in Berlin. The 
necessary form and advice is being provided by the German 
banks. Holders are specifically informed, however, that this 
Decree does not necessarily imply that they will receive 
compensation. 


Standardised Tramcars in Germany 


The Berliner Borsen-Zeitung of July 3statedthat negotiations 
were in progress for the standardisation of all ordinary tram- 
cars, and that plans had been completed for the construction 
of a standard unit. The great variety of designs at present 
in use is said to complicate production, repair, and replace- 
ment. The total of tramcars was stated to be half that of 
German railway wagons. Shortly before the war, the tram- 
ways of Germany (excluding Austria and Sudetenland) had 
passenger rolling stock totalling 13,313 motor vehicles and 
24,136 trailers.* The proposed standard tramcar is reported 
to have a speed 25 per cent. higher than that of the ordinary 





_ * See “The Tramways of Germany,” a paper by Mr. Charles E. Lee, summarised 
in Tue Rattway Gazette of January 13, page 78 
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cars now in use.- Roughly 80 pér.cent. of all short-distance 
passenger traffic was carried-on the tramways in 1940. Some 
5,600,000,000 passengers made use of the tram services, and 
it is estimated that this number will increase to 6,000,000,000 
in 1941. The German tramway companies, private and public, 
employ more than 120,000 persons. Some 600 standardised 
tramcars have now been ordered and are likely to be available 
for delivery within 1} to 2 years, according to the Hamburger 
Fremdenblatt of July 3. 


Destruction of Oslo Railway Repair Centre 


One of the many mysterious fires which have been breaking 
out in Norway with increasing frequency recently, com- 
pletely destroyed the four-storey main building of the Nor- 
wegian State Railway repair centre at Oslo on the night of 
July 1/2. Although the origin of the fire may be inferred, 
officially it is unknown. 


The Prince Henri Railway, Luxembourg 

The Société Luxembourgeoise des Chemins de fer et des 
Miniéres Prince Henri, the railway system of which has been 
under Reichsbahn management since December, 1940, was 
able to secure an operating balance of 64,000,000 Lx. f. for 
1940, against 63,300,000 Lx. f. in 1939, whilst the net profit 
was 2,700,000 Lx. f., compared with a net loss of 500,000 Lx. f. 
in 1939. The profit was carried over into the 1941 accounts. 
The company’s capital amounts to 37,500,000 Lx. f., and 
dividend has been paid on it since 1930. 


Control of Transport in Belgium 


The German controlled Belgian Government in Brussels 
has established two offices for the control of transport 
(including sea and inland waterways), one for inland and the 
other for foreign traffic, with powers to refuse, order, and 
divert transport of passengers and goods. The first office is 
headed by a committee under the chairmanship of the local 
head of the Ministry of Transport, the permanent under 
secretary, and members from the departments of Economic 
Affairs, Agriculture & Food, Finance, and Public Works. 
The second is under a similar committee of members drawn 
from the same departments. The Belgian Government being 
in London, these and similar .orders are made by the 
‘“deputy ’’ heads of departments, under the German 
commissioner. 


Fuel Difficulties in Eire 


The notice reproduced below has been issued by the Great 
Southern Railways in consequence of trouble experienced in 
the use of the coal at present being supplied for locomotive 
purposes. At the beginning of August the company stated 
that only a fortnight’s coal supply remained in hand. The 
coal now being used is so fine that, according to a driver 
reported in The Irish Times, it slips through the firebars. 
When it reddens it forms an unventilated mass. To over- 
come to some extent these two difficulties, pieces of lime- 


Great Southern Railways Company 
NOTICE TO PASSENGERS 





The Great Southern Railways Company regrets to 
announce to the travelling public that its train services are 
considerably disorganised owing to the extremely inferior 
quality of coal being supplied, the use of which renders 
the Company's locomotives unreliable in service. No better 
quality coal is available at the present time. 


Every possible step is being taken to secure improve- 
ment, but the public is notified that late arrival of trains 
cannot be avoided until supplies of better quality coal are 
available. Intending passengers are asked to appreciate the 
Company's difficulties, and to understand that the delays 
are entirely outside the Company's control. 


Announcement in “ The Irish Times” of August 22 














September 5,°1941 





stone are placed on the bars, and when these become heated 
under the fire they burst, causing a break in the mass on 
top, thereby allowing a draught to pass through the coal. 
Several other drivers and firemen had the same thing to say. 
‘Coal, how are ya!’’ said one with a contemptuous sniff. 
Just tell your readers that they can consider themselves 
lucky to be able to travel at all while we have that stuff.”’ 


The Dnieper Dam 
On August 20 it was reported 
Russian engineers had dynamited 
lam across the Dnieper at Zaporoje, before retreating before 
rman Forces. The hydro-electric station for which 
lam was built, was planned to have an output of 
3,000,000,000 kilow: \tt-hours a year and a capacity of 10,000 
h.p. All the industries of the Dnieper valley were dependent 


from Stockholm that 
and destroyed the great 


t} Ge 


On August 21 is was stated in London that there had 
b no confirmation of reports of the blowing up of the 
d ind the rumours were regarded as doubtful. The 


destruction was confirmed officially, however, on August 28. 








Mexico to Reconstruct a Strategic Railway 
A recent order of the Mexican Government provides for 


the immediate reconstruction and modernisation of the 
Tehuantepec National Railway—running across the isthmus 
of Tehuantepec and connecting the Atlantic and Pacific sea- 
boards—according to Reuters messages. This measure will 
provide either a valuable ‘‘ second string ’’ or an alternative 
means of communication to the Panama Canal in the form 
of a most important strategic route for the transport of war 
materials, including large quantities of Californian oil. A 
first class railway will insure adequate inter-oceanic com- 
munications and will relieve the canal of much of this oil 
and other traffic from the vast war resources of the Pacific 
Coast destined for the Atlantic. Military and diplomatic 
circles in Mexico City look upon the decision to reconstruct 
the railway as an important step in the political co-opera- 
tion between the United States and Mexico for the defence 
of the Western Hemisphere, and consider that it may have 
nportant repercussions in all Latin American countries. 
The line is about 150 miles long and runs from Salina Cruz 
on the Pacific to Puerto Mexico on the Atlantic coast. 


Railways Carrying Panama Canal Traffic 


Because of the transfer of considerable numbers of 
American ships to British service, a serious shortage of vessels 
for coasting use through the Panama Canal is now being 
expe rienced, states our American contemporary, the Railway 
Age. As a result the transcontinental railway is being called 
on to handle large amounts of freight which normally would 
have been sent by the canal. This traffic has been accen- 
tuated by shipbuilding and other defence projects on the 
Pacific coast of America, which require heavy tonnages of 
iron, steel, and other material originating in the east and 
middle west. The diversion of traffic first became noticeable 
last summer, when the traffic of the Southern Pacific Rail- 
way in ton-miles was the largest in the company’s history. 
In 1940 this undertaking handled 17,528,216,020 ton-miles 
of freight, compared with its former record of 16,485,032,008 
ton-miles in 1929, and 15,393,287,960 ton-miles in 1939. In 
contrast, the ton-miles handled by all Class I railways in 
1940 was 81 per cent., and in 1939 was 75 per cent. of that 
carried in 1929. Other transcontinental railways had similar 
experiences. By April of the present year the transfer of 
ships from inter-coastal service was noticeably reflected in 
the tonnage movement through the Panama Canal. 

During the first three months of this year the total cargo 
passing through the canal in both directions was 5,703,879 
tons, against 6,740,949 tons in the like quarter of 1940, and 
7,264,391 tons in the similar quarter of 1939. Inter-coastal 
traffic, which is included in the total, declined to 1,664,131 
tons in the first three months of 1941, as compared. with 
1,900,717 tons in the same quarter of 1940, and 1,815,683 
tons in the similar period of 1939. In 1940, 7,714,337 tons of 
cargo, the equivalent of 220,000 wagons be freight, were 
handle d in inter-coastal service on the canal. Of this amount 
2,795,708 tons, equal to about 80,000 wagons a year, or 220 
wagons a day, moved from the Atlantic to the Pacific, and 
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4,918,629 tons, equal to 140,000 freight wagons a year, or 
390 a day, moved from the Pacific to the Atlantic. 

In addition to the traffic deflected from inter-coastal ser- 
vice, the railways are being called upon to handle other 
steamship tonnage formerly moved via the canal. Ships 
are now discharging cargo at Pacific ports so that more of 
their time may be used in trans-Pacific service, and a large 
part of this tonnage is also moving across the country by 
rail. In 1940, a total of 19,584,679 tons of cargo, equal to 
559,560 wagons of freight, exclusive of the 7,714,337 tons of 
inter-coastal cargo, moved through the canal. Estimates 
vary of the amount of traffic that the railways would be 
called upon to handle if the Panama Canal were closed, but 
the Association of American Railroads recently calculated 
that, if this course were adopted, only 319,164 wagon loads 
of freight (273 tons a wagon) would be diverted to the rail- 
ways. This traffic, 875 wagon-loads a day, could be trans- 
ported across the continent with a pool of 33,600 wagons. 
The inter-coastal tonnage, the association estimated, could be 
handled with a total of 17,000 wagons. 


Evacuation from London 

Arrangements made by the London County Council for the 
evacuation by special trains of 2,165 mothers and children, 
including 810 unaccompanied children, were carried out on 
August 28. At the last moment, however, some decided not 
to travel. The departures from the four main-line termini 
concerned were as follow: 543 persons from King’s Cross ; 
517 from Euston; 208 from Liverpool Street ; and 87 from 
Paddington. 








THE NEW RAILWAY AGREEMENT 


Fixed annual payment to the railway, from 
January 1 last, of £43,000,000 


The following official statement was issued on August 28 :— 

In view of the Government’s decision to introduce legis- 
lation putting all public utility undertakings upon the same 
basis as regards war damage, and in pursuance of the policy 
announced in the Budget speech of minimising the impact of 
increased costs of transport upon the prices of essential goods 
and services, the Government and the four main-line railway 
companies and the London Passenger Transport Board have 
agreed that the existing financial arrangements relating to 
the control of the railways require to be modified, and 
negotiations have proceeded accordingly. 

The Minister of War Transport is now able to announce 
that agreement has been reached. The revised arrangements, 
which will operate from January 1, 1941, and will be continued 
for a minimum period of one year after the cessation of 
hostilities, provide for a fixed annual payment by the Govern- 
ment to the five controlled undertakings of £43,000,000, to 
be divided among them approximately as follows :— 


Great Western Railway i £6,669,000 
London & North Eastern Railway £10,148,000 
London Midland & Scottish Railway £14,736,000 
Southern Railway £6,607,000 
London Passenger on Board £4,840,000 

Total £43, 000, 000 


This sum is exclusive of (a) the net amount required for 
interest on capital issued and capital redeemed after the basic 
period of the original agreement (that is, after the end of 
1937 in the case of the main-line companies, and after June, 
1939, in the case of the board); and (b) the net revenue 
derived from investments in road transport undertakings and 
from ownership of and investments in railways in Northern 
Ireland and Eire. 

Under the revised arrangements war damage to the railways 
will, as from the commencement of control, be dealt with 
under the scheme to be introduced by the Government for 
public utilities generally. 

Corresponding adjustments in the financial terms relating 
to certain minor railways are under negotiation. Full parti- 
culars of the revised financial arrangements will be laid before 
-arliament. 

(See editorial article on page 232.) 
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Notes and News 


Grand Trunk Junior Stocks Limi- 
ted.—Notice is given in The London 
Gazette that Grand Trunk Junior Stocks 
Limited was on August 29 struck off 
the register of companies and this com- 
pany thereby dissolved. 


Aeroplane Falls on Blackpool 
Station.—On August 27 two aeroplanes 
collided over Blackpool and one fell 
on the L.M.S.R. Central station causing 
a total death roll of 15. It demolished 
part of the entrance hall roof and caused 
an outbreak of fire which, however, was 
quickly extinguished. 


Demand on Argentine Railways. 
-The Argentine Ministry of Public 
Works has, according to Reuters, 
ordered the Buenos Ayres & Pacific 
Railway to refund to workers the sum of 
828,076 pesos, consisting of deductions 
from wages in 1938 and 1939 under 
sliding scale agreements. The Buenos 
Ayres Great Southern Railway has been 
ordered to refund 2,239,469 pesos 
deducted last year. 


Canadian National Railways.— 
Gross earnings during July last were 
$25,655,442, an increase of $3,260,410, 
and operating expenses were $20,739, 130, 
an advance of $2,516,684, leaving net 
earnings $743,726 higher, at $4,916,312. 
Aggregate gross earnings for the seven 
months from January 1 are $167,370,930, 
an increase of $31,294,347, and the net 
earnings of $37,024,523 show an im- 
provement of $16,651,855. 


Canadian Pacific Railway.—Gross 
earnings for July were $19,359,000, an 
increase of $4,056,000, and expenses 
were $16,164,000, or $3,265,000 higher. 
Net earnings at $3,195,000 were 
$791,000 more than for July, 1940. 
For the first seven months of 1941 
gross earnings were $119,199,000, an 
increase of $28,511,000, and the net 
earnings of $23,115,000 were $8,074,000 
greater than for the first seven months 
of 1940, 


African Companies’ Change of 
Address.—It is announced that all 
correspondence relative to the stocks 
or shares of the companies named below 
should in future be addressed to the 
Registrar at 25, Sutherland Avenue, 
Bexhill-on-Sea, Sussex. The com- 
panies concerned are: the British 
South Africa Company; the Beira 
Railway Co. Ltd.; the Rhodesia Land 
Bank Limited ; the Rhodesia Railways 
Limited ; the Rhodesia Railways Trust 
Limited; and the Victoria Falls & 
Transvaal Power Co. Ltd. 


Great Southern Railways (Eire). 
—For the 33rd week of 1941 the Great 
Southern Railways Company reports 
passenger receipts of £47,563 (against 
£46,161), and goods receipts of £51,738 
(against £44,152), making a total of 
£99,301 (against £90,313) for the 
corresponding period of the previous 
year. The aggregate receipts to date 
are passenger {1,312,762 (against 
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£1,161,022), goods £1,637,692 (against 
£1,492,832), making a total of 2,950,454 
(against 2,653,854). 


Mary Tavy Station.—Notice has 
been given by the Great Western Rail- 
way that on and from Monday, August 
11, Mary Tavy station is closed for 
merchandise and parcels traffic. Ar- 
rangements have been made for such 
consignments to be dealt with at 
Tavistock station. Passengers are able 
to use Mary Tavy station as usual, but 
tickets are now issued on the trains. 


Mogyana Railways Company.— 
This company is making an issue in 
Brazil of 7 per cent. debenture stock at 
95 to the value of 130,000 contos. The 
object of the issue is to redeem the 
£1,800,000 first mortgage 5 per cent. 
sterling bonds “‘ Sul Mineira ”’ extensions 
(1911), £1,075,300 first mortgage 5 per 
cent. sterling bonds (1914), and the 
£791,900 first mortgage 6 per cent. 
sterling bonds (1927). 


Argentine Railway Refunds to 
Employees.—The Ministry of Public 
Works has ordered the Buenos Ayres 
& Pacific Railway Company to refund 
to workers 828,076 pesos, consisting of 
deductions from wages in 1938 and 
1939 under sliding-scale agreements. 
This money, which is alleged to have 
been retained unjustifiably, is required 
to be returned within 90 days. The 
Buenos Ayres Great Southern Railway 
Company has been ordered to refund 
2,239,469 pesos deducted last year 
reports Reuters, 


Great Western of Brazil Railway 
Co. Ltd.—Sufficient funds have been 
received from Brazil to enable this 
company to pay interest on its deben- 
ture capital in respect of the half-year 
ended December 31, 1937. Warrants 
will be posted on September 30 for 
permanent 6 per cent. debenture 
stock registered prior to September 16, 
1941. Coupon No. 54 of the 4 per cent. 
debentures, which fell due on January 1, 
1938, will be paid on October 1, 1941. 
In accordance with Clause 5 of the 
scheme of arrangement dated May 27, 
1938, interest at the rate of 4 per cent. 
per annum from January 1, 1938, to 
September 30, 1941, on the above- 
mentioned instalment will be paid at 
the same time in respect of both classes 
of debentures. 


Anglo-Scottish Railways Assess- 
ment.—According to the report of the 
Anglo-Scottish Railways Assessment 
Authority for the year ended March 31, 
1941, further substantial progress in the 
ascertainment and apportionment of the 
average net receipts of the two Anglo- 
Scottish railway companies for the years 
1935-39 (by reference to which the next 
cumulo valuations of those undertakings 
in England and Scotland will be ascer- 
tained) has been made during the year 
under review. The L.M.S.R. figures of 
net receipts have been provisionally 
agreed, subject to determination of 
certain points of principle. Progress 


with the L.N.E.R. figures has not 
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advanced to the same extent, but the 
figures of both companies may soon be 
certified if circumstances permit. 





Contracts and Tenders 


The Argentine State Railways are 
understood to be inquiring for 50 bag- 
gage and mail cars. 

The National Railways of Mexico are 
inquiring for 20 steam locomotives of 
the 4-8-4 type and six articulated loco- 
motives .th the 2-6-6-2 wheel arrange- 
ment. 








British and Irish Railway 
Stocks and Shares 


Prices 
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G.W.R. 
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44% Deb. 108} 96 108 —_ 
44% Deb. 1143 96 1154 - 
5% Deb. “an soc] Se 106 128 ~~ 
24% Deb. s-| 664 57 66 — 
5% Rt. Charge. eee] SUE 97 1234 — 
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L.M.S.R. 
os, ues a ot aa 9 16 + 
% Pref. (1923) ee| 60% 21% 50 + 
Z Pre 704 35 644 
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@ Guar. ... «| 933 65 934 
L.N.E.R. 
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Staff and Labour Matters 


Payment for Travelling and Meals 


The National Union of Railwaymen 
recently submitted the following claim 
to the Chairman of the Railway Staff 
National Tribunal for decision :— 


The point at which a man em- 
loyed in a conciliation grade (other 
than a trainman or a permanent way 
man) normally signs on duty shall be 
regarded as his home station. When 
detailed to perform duty away from 
his normal booking on point he shall 
eligible for payment under the 
rovisions of the national agreement 
x walking and/or travelling time.’’ 
support of the claim the union 
contended that the National Agree- 
ments Vide Item 58 oft Third Memoran- 
dum on Points of Interpretation, de- 


fined Home Station or Depot as the 
depot or station at which the men were 
paid their wages; that there was no pro- 
vision in any National Agreement 


affecting the staff within the scope of 
the present claim, which precluded pay- 
ment for walking and/or travelling 
time incurred by an employee when 
working at a depot under the control 
of the home station; that ‘‘ home 
station ’’ could not be taken to mean 
an area or district simply because cer- 
tain points at a distance away from 
the station or depot where the staff 
were paid were under the control of 
sucn station. 

On behalf of the companies it was 
contended that the difference between 
themselves and the union arose from 
the fact that the National Agreements 
did not define what was covered by 
the term home station or depot; that 
there was no warrant in the authorities 
covering the payment for walking and/ 
or travelling time for adopting the very 
narrow definition for which the union 
was contending. Where a man was 
required to go to his normal signing-on 
point before taking up duty elsewhere, 
the time taken in reaching his point of 
duty after booking on was naturally 
included in his working day for which 
he was paid, and in other cases the 
man was at liberty to go direct from 
his home to the fresh point of duty. 
They submitted that it would be en- 
tirely unreasonable that a man should 
be paid for walking time on the assump- 
tion that he had always to sign on at 
a particular point, whether in fact he 
did so or not. On the other hand they 
recognised as reasonable that there 
should be a limit to the home station 
irea within which travelling or walk- 
ing time should not be paid. The limit 
suggested as reasonable was one mile, 
which was the basis accepted by the 
union in regard to relief signalmen. 

The Chairman of the tribunal decides 
and awards that walking and/or travel- 
ling time to employees covered by the 
present claim shall be paid in accord- 
ince with the suggested formula of the 
Railway Companies set out in Minute 
No. 100 of the meeting of the Railway 
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Staff National Council held on June 19, 
1939, which is as follows :— 


‘* Where a man employed in a 
conciliation grade (other than a 
trainman or a permanent way man) 
is temporarily working at a post more 
than one mile from his home station, 
he is to be paid travelling time, or 
walking time on the basis of twenty 
minutes to the mile. He is also to be 
paid the 1s. meal allowance where 
the circumstances, other than the dis- 
tance from the home station, involve 
the payment of such allowance 
under the terms of Clause 58 of the 
Third Memorandum on Points of 
Interpretation. 


““In cases where the distance be- 
tween the man’s home station and 
the post at which he is temporarily 
working is one mile or less, he is not 
to be paid for travelling or walking 
time, and the meal allowance of Is. 
is not to be paid. For the purpose 
of the foregoing arrangements the 
distance of one mile is to be measured 
from the point at which a man ordi- 
narily books on duty.”’ 

The award is dated August 19, 1941. 


Patternmakers’ Wages 


The Industrial Court has recently 
made an award (No. 1,822) on a claim 
by the United Patternmakers’ Associa- 
tion that the rates of pay of pattern- 
makers, covered by Industrial Court 
Award No. 728, shall be increased by 
the following amounts:—Pattern- 
makers employed on piecework—an in- 
crease of Is. a week; patternmakers 
employed on time rates—an increase of 
2s. 9d. a week. 

The award states that the Court has 
given careful consideration to the 
evidence and submissions of the par- 
ties and awards that the standard time 
rates of pay of patternmakers, covered 
by Industrial Court Award No. 728 em- 
ployed by the Great Western, London 
Midland & Scottish, London & North 
Eastern, and Southern Railway Com- 
panies shall be increased by 1s. a week, 
but that otherwise no changes shall be 
made in the rates of pay or war wage 
advances or bonuses of the workpeople 
concerned. The increase takes effect 
from the first pay period following 
August 21. 








Railway and Other Reports 


Pennsylvania Railroad Company. 
—Continued improvement in business 
throughout the year, attributed to war 
conditions, brought operating revenues 
in 1940 to a total of $477,593,408, an 
increase of $46,662,360 over 1939. In 
the operating expenses of $338,454,678 
there was an advance of $31,553,843, 
and the net railway operating income of 
$86,499,486 was $9,195,158 higher. 
Gross income reached $127,835,141, an 
improvement of $13,666,583, and the 
fixed charges of $81,596,891 were 
$539,142 lower, leaving net income 
$14,205,725 higher, at $46,238,250. 
Sums of $9,341,585 were appropriated 
to sinking and other funds, leaving a 
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surplus of $36,896,665, which enabled 
a dividend of 3 per cent. ($1-50 a share) 
to be paid, requiring $19,751,636, and 
the balance of $17,145,034 to be trans- 
ferred to the credit of profit and loss. 


Barsi Light Railway Co. Ltd.— 
The directors have declared a second 
interim dividend on the ordinary stock 
of 2} per cent. actual, payable on 
October 10. No final dividend will be 
recommended at the annual general 
meeting to be held later. 


Southern Railway Company, 
U.S.A.—Railway operating revenues in 
1940 amounted to $105,905,395, an 
increase of $6,059,455, and the operating 
expenses of $72,870,181 were $4,456,268 
higher. Net railway operating income 
was $826,163 higher, at $21,457,294, 
but the gross income of $23,962,585 
showed an improvement of only 
$283,912. Rent for leased roads and 
equipment and the interest on funded 
debt absorbed $13,650,659, leaving a 
net income of $7,352,072, which was 
$864,347 higher than that for 1939. 


Great Northern Railway Company 
(U.S.A.).—Railway operating revenues 
for 1940 were $101,743,146, an increase 
of $9,959,773, and total operating 
expenses were $65,901,723, $5,439,053 
higher than for 1939. Net railway 
operating income amounted to 
$21,807,064, an advance of $2,222,469, 
and the total income was $1,312,960 
higher, at $1,312,960. Fixed charges 
absorbed $14,212,128, leaving a net 
income of $10,208,194, an improve- 
ment of $1,521,760. 


Eastern Counties Omnibus Co. 
Ltd.—The accounts of this company, 
which is controlled jointly by the 
L.N.E.R. and L.M.S.R. companies and 
by Tilling & British Automobile Trac- 
tion Limited, for the year ended 
March 31, 1941, show a profit of {57,385 
(£90,460), to which must be added 
£39,386 brought forward, making a total 
of £96,771 (£122,306). Preference 
dividend again takes £10,000, and the 
ordinary dividend is 6 per cent., tax 
free (7 per cent., tax free), requiring 
£45,360. To reserve nil (£20,000) ; the 
carry forward is £41,411. 


Aldershot & District Traction Co. 
Ltd.—Controlled jointly by the South- 
ern Railway Company and Tilling & 
British Automobile Traction Limited, 
this company secured in the year to 
May 31, 1941, record traffic receipts of 
£552,453 (£454,124) and an investment 


income of £4,461 (£3,404), making 
£556,914 (£457,527). Fuel, operating 
and other expenses were {£259,576 


(£216,251), and road duties, rates, and 
taxes were {22,124 up, at £168,131. 
After depreciation £43,000 (£40,000), 
war damage insurance £5,711 (nil), fees, 
and staff pensions, net profit is £39,345. 
Adding £33,231 brought forward makes 
a total of £72,576. The 10 per cent. 
dividend (£25,000) and the £20,000 
allocation to reserve are unchanged, and 
the carry-forward is £27,576. 

North Central Wagon Co. Ltd.— 
A dividend of 5 per cent. (against nil) is 
recommended on the ordinary capital. 




















































































































































































































































































































































































































































































































Railway Stock Market 
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agreement of last year, and the right to the 
‘standard revenue ’’ conceded under the 
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whose dividends can continue to be rei 
garded as well covered, and moreover thé 


Despite a firm undertone, the stock railway grouping of 1921, stockholders are yield in each case is around 8 per cent. A 
markets have been less active this week, being called upon to make a substantial similar return is obtainable on Sout heen 
although individual features of interest contribution to the war effort. There preferred. The following table shows 
were not lacking. The announcement would appear to be reasonable prospects highest prices touched last year, pr sent 
giving the framework of the new financial of dividends being maintained at last prices, last year’s dividends, and current 
agreement between the Government and year’s rates, granted that contributions in yields. 


the railways had no striking influence on 


home railway securities, and movements general estimates. Exceptionally, in the PT — ™ ° { 
have been moderate in character. On case of Southern deferred, there might be L.M.S.R.Ord. ... 24% 153 1h . \ 
Friday of last week small gains were shown, a possibility of a slight reduction, but ‘i 1923 Pref. 60} 5I 4 72 

and as a result, prices in many instances this cannot, of course, be regarded as “NER. be er Rate . : 8 

touched the highest so far recorded this certain, and full details of the financial — southern Pref. Ord 79 63 5 '8 

year, but at the time of writing a small re- | agreement will have to be awaited. Owing Def. ... 224 14} 1} 3 

action has developed. The annual rental to the capitalisation of the Southern, earn- Leta. C + 654 422 3 7 

of £43,000,000 was in accordance with ings on the deferred stock tend to vary Whereas the junior stocks have reacted u 
general expectations, but this cannot, of considerably on a relatively small increase fractionally from the best prices shown last 


course, be regarded as a guaranteed mini- 
mum revenue, and before it is possible to 
assess with confidence the dividend pros- 
pects of the junior stocks, full details of 
the agreement will have to be studied. 
Moreover, it is hoped that information 
will be forthcoming as to the basis on which 
the amount of the annual rental was reached. 
It should be possible to assess dividend 
prospects satisfactorily when particulars 
are available as to war damage contribu- 


respect of war damage are not in excess of 


or decrease in revenue. In fact, bearing 
in mind that, in addition to the annual 
rental, the railways will also receive the 
net amount required for interest on capital 
raised since 1937, Southern deferred pro- 
bably has as good a chance of a better 
dividend as any of the other junior stocks. 
Should any increases in dividend be possible, 
they can be only fractional in character, 
but on the other hand, yields at current 
prices on the basis of last year’s dividends 


oe Current 1940 Yield 
| i ( 


week (exceptionally, London Trans port 
“C”’ went back 14 points to 42$) there was 
a very firm tendency in the prior charges. 
Moreover L.M.S.R. 1923 preference further 
improved, while L.N.E.R. first preference 
was very firm and Southern preferred and 
deferred are showing a tendency to rally 
at the time of writing. 

Movements in Argentine’ Railway 
securities were unimportant, but B.A. & 
Pacific 4 per cent. debentures were better 





tions, A.R.P. expenditure, the situation as are still substantial, and as previously at 674. Leopoldina and San Paulo issues 
to E.P.T. and the position as to provisions mentioned in these notes, they are well appeared to be rather more active.  Else- 
for the reconditioning of the —— in excess of the average yield on industrial where, Antofagasta issues were easier « 


systems = +r the war Much will depend 


and other securities. In fact, railway 
stocks would still appear “ be relatively 


Nitrate Rails improved sharply, awaiting 
information as to the amount likely to be 


on the decisions in respect of these important 
factors but there is no doubt that, having 
regard to the terms of the original financial 


received by the company under the expro- F 


undervalued, in particular L.M.S.R. 1923 
priation decree. 


preference and L.N.E.R. first preference, 








Traffic Table of Overseas and Foreign Railways Publishing Weekly Returns 








Traffic for Week 3 Aggregate Traffics to Date Prices 
Miles Shares ; 
Railways open Stal = Totals or $0! to | S— = 
1940-41 Inc. or Dec. © Increase or Stock or oF + 288 
Total compared é This Y see Decrease ” Te | wr ond 
this year with 1940 2 is Year ast Year = = Zz eg 
£ £ £ é ~ 
( Antofagasta (Chili) & Bolivia 834 24.8.41 19,970 + 5,920 34 623.390 589.260 + 34.130 Ord. Stk. IIt 34 64 Nil sai 
| Argentine North Eastern 753 23.8.41 ps. 206,200 + ps.11,500 8 ps. 1,596.990  ps.1,399,500 + ps. 197,400 ee 33 i 2 Nil 
| Bolivar mes ‘es pa 174 July. 1941 3.795 — 255 30 26,867 28,639 1,763 6p.c.Deb. 64 5 6+ Nil 
Brazil . ‘on —_ — —~ ore — Bonds 8 5 53 Nil 
Buenos ‘Ayres. & Pacific 22) ae 80! 16 8. 41 ps 1,300,000 +ps.188,0C0 7 ps.9,433,000 ps. 7,785,000 + ps.1.648,000 Ord. Stk. 4h 1 33 Nil 
| Buenos Ayres Great Southern 5,082 16.8.41 ps.1,901,000 + ps.58,000 7  ps.13,645,000 ps. 13,359,000 + ps, 286,000 Ord. Stk. 10% 3 6 Nil 
Buenos Ayres Western suo) Cae 16.8.41 ps.724,000 +ps.118,000 7 ps.5,213,000 ps. 4,388,000 + ps. 825,000 = 8% 2 44 ~—SONil C 
e Central Argentine ... eco | Bee 238.41 ps. 1,774,750 +ps.400,750 8 _ ps.13,442,300 ps. 11,518,700 +ps.1,923,600 oie. 83 " Hi po w 
g Do. — _— — = nom — i 
© Cent. Uruguay of M. Video 972 16.8.41 18,884 + 201 7 146,762 120,691 + 26,071 | Ord. Stk. 33 + 23 Nil rv 
E | Costa Rica... P 188 June. 1941 19,190 + 5,543 52 185,942 206,986 — 21,044 Stk 23% 14 13 153 y 
< | Dorada eee eee aon 70 July, 1941 13,000 — 200 30 88,300 85,200 + 3.100 | I Mc. Db. 99 974 97 6% | 
| Entre Rios... 808 23.8.41 ps. 311, 600 + ps.63,000 8 ps. 2,414,790 ps. 1,959,800 + ps.454,900 Ord. Stk. 4 $ | 2 Nil 
24 Great Western of Brazil 1,016 23.8.41 7,800 + 500 34 303,200 336,990 — 39,700 Ord. Sh. 4/- Il % Nil 
2 | International of Cl. Amer. ... 794 June, 194! $514. 782 + $50,639 26 $3,036,575 $3,305.093 — $268,518 - — — — — S( 
Uv | Interoceanic of Mexico ame - - — -+ Ist Pref 9d. 9d. $ Nil ) 
% | La Guaira & Caracas... ia 222 = July, 1941 8.030 + 1.855 30 43,245 45,615 - 2.370 - 6 4 _ 
Sj Leopoldina ... _ oso | Senee 16.8.4) 32,972 + 8,009 33 816,949 723,879 + 93,070 Ord. Stk. 2% 4 24 Nil 0 
3 | Mexican om oe 483 218.41 ps. 290.400 + $30,200 7 ps. 2,189,000 ps. 1,985,000 + ps 204,000 Pm 2/114 * 2 Nil 
“” | Midland of Uruguay ‘on 319 June, 194! 14,941 4,304 52 151,105 131,660 + 19,445 _ -— _ _ - 
| Nitrate ‘ oe po 386 15841 8,693 — 1,587 33 77,332 113,701 — 36,369 Ord. Sh. 23 ! 2% 53 soa 
| Paraguay Central - ies 274 23.8.41 $2,986,000 $504,000 8 $28, o% 000 $29,744,000 — $1,566,000 Pr.Li.Stk. 41 36 364 8 
| Peruvian Corporation 1,059 July, 1941 65.550 129 4 5,550 65,421 + 129 Pref. 4 I 3 Nil 
j Salvador ase ane 100 21 6.41 c9,031 — c5,586 51 er" 407 970,864 — ¢179,457 _- -- — 
|; San Paulo oe me ane 1534 17.8.4] 37,500 + 3,706 33 1,239.43! 1,217,954 + 21,477 Ord. Stk. 50 23 334 SH 
| Taltal ene wae 160 July, 1941 3,180 + 1,095 4 3,180 085 + 1,095 Ord.Sh. IS/I} 3 3 Nil 
| United of Havana ici coe | 0,346 23 8.41 21,205 + 5,174 8 151,733 129,230 + 22,503 Ord. Stk. é 4 l Nil 
\ Uruguay Northern ... Sie 73 June, 1941 1,127 260 52 13,937 13,222 + 715 = — _ a - 0 
s ( Canadian National ... «.. 23,560 21.8.41 1,166,439 + 218,926 33 36,919 944 29,987,060 + 6,932.884 —_— _ — _— oe. ee 
4 = Canadian Northern ac - — — -- — — ~~ _ Perp.Dbs. 86 68 924 4% I 
| Grand Trunk ww. , 2 : — — _ 4p.c.Gr. 1053 9542 101t 34 
Canadian Pacific eae one | OU8ED 218.41 948,400 + 286,200 33 26,498,200 20,170,800 + 6,327,400 Ord. Stk. 9% 45 9} Nil n 
[ Assam Bengal... ... «1,329 = «i : = - - Ord. Stk. 99 71 100 3 a 
BarsiLight ... ee 202 10.6.4! 5,79) + 3,030 10 28,270 18,245 + 10,025 — — — — 4 
4- | Bengal & North Western . 2,086 July, 1941 251.700 + 24,153 18 1,059,825 1,065,348 — 5,523 Ord. Stk. 283 234 305 54 y 
s4 Bengal-Nagpur 7 . 3,269 31.5.41 283,725 + 21,334 9 1,509,300 1,552,418 — 43,118 o 96 83% 1004 4 u 
ec | Bombay, Baroda & Cl. "India. 2,986 20.8.41 214.125 + 7,500 20 4,086,600 3.815.475 + 271,125 °° 108 99 1084 5+ 
™ |} Madras & Southern Mahratta 2,939 39.6.41 201,825 + 48,104 13 1,817.191 1,655,529 161,662 104 97 1024 7% 
Rohilkund & Kumaon ile 57! July 194] 54,975 + 4,907 18 247,875 252,087 — 4,212 a 284 | 238 5i% 
South Indian : .. 2,500 205.41 140,378 + 13,073 7 691,539 626,491 + 65,048 ; 933 83975 43 C 
Beira ... ee eee 204 June, 1941 78,601 — 39 652,953 = — — -- —- |- - a 
% | Egyptian Delta wine sil 610 20.6.4! 6.827 + 2,317 | 12 52,511 37,521 + 14,990 Prf.Sh. 7/104 # 1% Nil F 
2 | Manila ie = — — _ — — — _ B.Deb. 53 444 65 53 
= Midland of W. “Australia ek 277—Ss Mar. 1941 14,597 + 2,092 39 134,201 115,376 + 18,825 Inc. Ceb. 88 80 87} 65 - 
> | Nigerian ‘le pe coe | 1,900 31.5.41 55,965 + 26,234 9 488,613 342.694 + 145,919 _ _— - — - 
Rhodesia ane se «. 2,442 June. 1941 454,594 — 39 4,217,610 “= — _ — —_—_\— ~— 
South Africa ... eee coo | SRLaOO 12.7.41 777,478 + 105,034 15 10 868,838 9.777,466 + 1,089,372 —_ — o- — - 
\ Victoria <n anew | SD PAGE. ODO 999,841 + 183,876 44 os ~ = _— _- —|-— _ 


Note. Yields are based onthe approximate current prices and are within a fraction of te 
t Receipts are calculated @ Is. 6d. to the rupee 


Argentine traffics are given in pesos 





